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A
AB 939
ABAG

Active Ground
Floor Uses

AERMOD
ARB
ARDTP
AST

AST

AT

ATP
BAAQMD
BART

bgs

BLIP

BMP
Breast height

C-3

GLOSSARY

Inhalation breathing factor

Assembly Bill 939, California Integrated Waste Management Act of 1989

Association of Bay Area Governments

A flexible mix of permitted arts, cultural, educational, retail, and office uses on the
lower floors of project buildings intended to activate the ground floor and accommo-
date emerging types of nontraditional building uses consistent with an active ground
floor, to be more specifically defined in the proposed Fifth/Mission Special Use
District.

Model used in preparation of Health Risk Assessments

California Air Resources Board

Archaeological Research Design and Treatment Plan

Anthropological Studies Center (ASC)

above-ground storage tank

Average time over which exposure to an air pollutant is measured

Archaeological Testing Plan

Bay Area Air Quality Management District

Bay Area Rapid Transit

Below the ground surface

Branch Library Improvement Program

Best Management Practices

4.5 feet above the ground surface surrounding the tree

Downtown Commercial Districts
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C-3-0 Downtown Office District

C-3-S Downtown Support District

Cair Concentration of particulate matter in air
CalEEMod California Emission Estimator Model

California

Register California Register of Historical Resources
California

ISO California Independent System Operator

Cal-OSHA State of California Occupational Safety and Health Administration
CAPCOA California Air Pollution Control Officers Association
CARB California Air Resources Board

CCR California Code of Regulations

CEC California Energy Commission

CEQA California Environmental Quality Act

CDMG California Division of Mines and Geology

CH4 methane

CNEL Community Noise Equivalent Level

CoO carbon monoxide

CO: carbon dioxide

CO2e carbon dioxide equivalent

COG Councils of Government

Corps U.S. Army Corps of Engineers

CRAF Cancer risk adjustment factor
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D4D

dB

dBA

DBI

DBR

DDA
Differential

Compaction

Downtown

DPH
DPM
DPW

East SoMa

ED
EEA
EF
EIR
EMS

EMT

Design for Development

decibel

A-weighted decibel

San Francisco Department of Building Inspection

Adult daily breathing rate

Development and Disposition Agreement

A phenomenon in which non-saturated, cohesionless soil is made more dense by
earthquake vibrations, causing differential settlement.

As used in this document, the area defined by the San Francisco Downtown Area
Plan. The Plan area is irregularly shaped, but is generally bounded by Washington
Street on the northeast; The Embarcadero on the east; Folsom Street on the south; and
Market Street on the northwest.

San Francisco Department of Public Health

Diesel particulate matter

San Francisco Department of Public Works

As used in this document, the area defined by the East SoMa (South of Market) Area
Plan. The Plan area is irregularly shaped and is generally bounded by Mission Street
and Folsom Street on the north; The Embarcadero on the east; Townsend Street,
Harrison Street, and Mission Creek Channel on the south; and Seventh Street and
Fourth Street on the west.

Exposure duration

Environmental Evaluation Application

Exposure frequency

Environmental Impact Report

Emergency Medical Services

Emergency Medical Technician
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EP

ESA

ESL
FAR
FEMA
FIRM

FTE

GHG

gpm

gsf

GWh
HABS
HCD
HDMT
HRA
HRE
HVAC

IWMP

San Francisco Planning Department, Environmental Planning Division
Environmental Site Assessment, a professional investigation that characterizes
existing conditions related to hazardous materials and hazardous waste
contamination at a site.

Environmental Screening Levels

floor area ratio

Federal Emergency Management Agency

Flood Insurance Rate Map

Full-time-equivalent employees; refers to the number of employees working the
equivalent of 40-hour work weeks.

greenhouse gases, the gases primarily responsible for global climate change

gallons per minute

Gross square feet of floor area, calculated pursuant to Planning Code Section 102.9.
Gsf for all proposed buildings includes gross building areas above existing street
grades, and excludes basement accessory parking areas and mechanical penthouses
as defined by Planning Code Sections 102.9(b)(1) and (b)(9), and other parking areas.
Gsf is calculated to include external building walls, and no deductions are made to
gsf for internal elevator or service cores. All gsf numbers in this document are
approximate.

gigawatt hours

Historic American Building Survey

California Department of Housing and Community Development

Healthy Development Measurement Tool

Health Risk Assessment

Historical Resource Evaluation Report

Heating, ventilation, and air conditioning

Integrated Waste Management Plan
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JOA

Lateral
spreading

LEED
Leq

LID

Liguefaction

Joint Operating Agreement

The phenomenon in which surface soil is displaced along a zone that has formed
within an underlying liquefied layer.

day-night average noise level
Leadership in Energy and Environmental Design
Continuous equivalent noise level

Low Impact Design, a stormwater management approach that promotes the use of
ecological and landscape-based systems that mimic pre-development drainage
patterns and hydrologic processes by increasing retention, detention, infiltration, and
treatment of stormwater at its source.

The transformation of soil from a solid to a liquefied state during which saturated
soil temporarily loses strength resulting from the buildup of excess pore water
pressure, which may occur during earthquakes.

Lmax maximum instantaneous noise level
Lmin Minimum instantaneous noise level
LOS level of service

LUST leaking underground storage tank
MEI Maximum Exposed Individual

mgd million gallons per day

MMTCO:E million metric tons of CO:zE

mpg miles per gallon

mph miles per hour

MPL Multiple Property Listing

MPO Metropolitan Planning Organization
MRZ-4 Mineral Resource Zone 4
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MTA
MTC
MUNI
MUR
Nz20
NAAQS
NC-T
NEPA
NFIP
NO:
NOA
NOP
NPDES
NPRA
NwWIC
Os
OAHPP
OEHHA
OPR

Passive
recreation

San Francisco Metropolitan Transportation Agency

Metropolitan Transportation Commission

San Francisco Municipal Railway

Mixed Use Residential Use District

nitrous oxide

National Ambient Air Quality Standards

Neighborhood Commercial Transit Use District

National Environmental Policy Act

National Flood Insurance Program

nitrogen dioxide

Notice of Availability

Notice of Preparation

National Pollutant Discharge Elimination System

National Parks and Recreation Association

Northwest Information Center, Sonoma State University

ozone

Office-Affordable Housing Production Program

California Office of Environmental Health and Hazard Assessment
State of California Governor’s Office of Planning and Research
Also called "low intensity recreation;" emphasizes the open-space aspect of a park
and allows for minimum alteration to the park’s environment, and usually involves a
low level of development, such as landscaping, benches and trails.

Public Use District
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Pb
PCB
PG&E
PM
ppb
pphm
pphm
ppm
ppv
PRC
PV
RED
REL
RHNA
rms
ROG
RPD
RSD
SB

SF Datum

SFBAAB

lead

Polychlorinated biphenyl, a class of organic compounds considered toxic

Pacific Gas and Electric Company
particulate matter

Parts per billion

Parts per hundred million

Parts per hundred million

Parts per million

Peak particle velocity

State of California Public Resources Code
Photovoltaic

Residential Enclave Use District
Referenced exposure level

Regional Housing Needs Allocation
Root mean square

Reactive organic gases

San Francisco Recreation and Parks Department

Residential Services District

California Senate Bill

Establishes the City’s zero point for surveying purposes at approximately 8.6 feet
above the zero elevation for the National Geodetic Vertical Datum of 1929, which
was based on the sea level datum in 1929. Since 1929, the mean sea level has

increased by approximately 0.44 feet.

San Francisco Bay Area Air Basin
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SFFD San Francisco Fire Department

SFPD San Francisco Police Department

SFHA Special Flood Hazard Area

SFPL San Francisco Public Library

SFPUC San Francisco Public Utilities Commission
SFSDF San Francisco School of Digital Filmmaking
SFUSD San Francisco Unified School District
Shared

public ways Streets “designed along a single plane (i.e., typically the sidewalk-level grade) that
share space among pedestrians, bicycles, and vehicles

SOz sulfur dioxide
SOCAP Social Capital Markets
SoMa South of Market Area; as used in this document, the SoMa is irregularly shaped and

is generally bounded by Mission, Stevenson, and Natoma Streets on the north; Essex
Street on the east; Townsend and Bryant Streets on the south, and 13th Street on the

west.
SRO single room occupancy
SSMP Sewer System Master Plan
SUD Special Use District
TPH total petroleum hydrocarbons
TPHd total petroleum hydrocarbons as diesel
UMB Unreinforced masonry building
USEPA U.S. Environmental Protection Agency
UST underground storage tank
UWMP Urban Water Management Plan
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Vara Spanish unit of linear measurement equivalent to 2.77 feet

VOC volatile organic compound

Western As used in this document, the Western SoMa area is irregularly shaped and consists
SoMa of two connected areas: 1) one generally referred to as “north of Harrison Street,”

roughly bounded by Minna Street (an alleyway between Mission and Howard
Streets) to the north, Thirteenth Street to the east, Bryant Street to the south, Seventh
Street to the west; and 2) one generally referred to as “south of Harrison Street,”
roughly bounded by Harrison Street to the north, Fourth Street to the east, Townsend
Street to the south, and Seventh Street to the west.

WISP Water System Improvement Program

WSA Water Supply Assessment
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IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

D. TRANSPORTATION AND CIRCULATION

This section analyzes the potential project-level and cumulative impacts on transportation and
circulation resulting from implementation of the 5M Project. Transportation-related issues of concern
that are addressed include traffic on local and regional roadways, transit, bicycles, pedestrians,
parking, loading, and construction-related activities. This section provides an overview of existing
transportation conditions, a description of applicable transportation regulations and policies,
methodologies and assumptions used in the impact analysis, and impact assessment and mitigation
measures. This section is based on information and analysis contained in the 5M Project Transporta-

tion Impact Study (TIS).1

Environmental Setting

This section provides a description of the existing transportation conditions in the vicinity of the
project site. Included in this section are descriptions of existing roadway, transit, pedestrian, bicycle,
and parking conditions. Please see Figure 11-1 from the Chapter Il, Project Description, which

presents the roadway network in the vicinity of the project.

Roadway Network.

Interstate 80 (1-80) provides the primary regional access to the project area. The San Francisco-

Oakland Bay Bridge is part of 1-80 and connects
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U.S. Highway 101 (U.S. 101) provides access to both the north and south of the study area. I-80 joins
U.S. 101 to the southwest of the project site and provides access to the Peninsula and South Bay.
Nearby access to U.S. 101 to the south is provided from I-80, including the on- and off-ramps at
Fourth and Fifth Streets. In addition, U.S. 101 connects San Francisco and the North Bay via the
Golden Gate Bridge. Within the northern part of San Francisco, U.S. 101 operates on surface streets

(i.e., Van Ness Avenue and Lombard Street).

Interstate 280 (1-280) provides regional access from the South of Market area of downtown San
Francisco to southwest San Francisco and the South Bay/Peninsula. 1-280 and U.S. 101 have an
interchange to the south of downtown San Francisco. Nearby access points to 1-280 are located at

Sixth Street at Brannan Street and at King Street (near Fifth Street).

Market Street is a two-way arterial that runs between Steuart Street and Portola Drive. Market Street
runs in an east-west direction. In the vicinity of the project site, Market Street has two lanes in each
direction, and on-street parking is prohibited, although there are loading zones on most blocks.
Numerous bus lines and the F Market & Wharves historic streetcar line run on Market Street between
Steuart and Castro streets. In the San Francisco General Plan, Market Street is designated as a Transit
Conflict Street in the CMP Network, a Transit Preferential Street (transit-oriented), a Citywide
Pedestrian Network Street and a Neighborhood Commercial Street. In addition, Market Street

between Castro and Steuart streets is part of Bicycle Route 50.

Mission Street is a four-lane arterial that runs in an east-west direction between The Embarcadero
and Van Ness Avenue, and continues in a north-south direction west of Van Ness Avenue. One of
Mission Street’s two lanes in the eastbound and westbound directions, between Eleventh and Beale
Streets, is dedicated as a right-turn/bus-only lane on weekdays between 7:00 a.m. and 6:00 p.m. On-
street, metered parking is generally provided along both curbs, but is prohibited during the AM and
PM peak periods. The General Plan designates Mission Street as a Transit Conflict Street in the CMP
Network, as a Transit Preferential Street (primary transit-oriented) within the downtown core, a
Neighborhood Pedestrian Street (Neighborhood Commercial), and as a Citywide Pedestrian Network

Street. The Mission Street sidewalk adjacent to the project site is 15 feet wide, which meets the Better
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Streets Plan minimum width of 12 feet, and recommended width of 15 feet. The Mission Street
sidewalk widths on the south side of Mission Street between Third and Fifth streets are 10 feet wide

and are less than the minimum width of 12 feet required by the Better Streets Plan.

Minna Street is an east-west alley that runs discontinuously between 15th Street and First Street. West
of Fifth Street, Minna Street is a one-way westbound street. Minna Street generally has one travel lane
and on-street parking on one side of the street (west of Fifth Street, parking is permitted on the north
side of the street). Minna Street has a 35-foot wide right-of-way, which includes a 21-foot wide travel
lane, a 9-foot wide sidewalk on the south side of the street and an 11-foot wide sidewalk on the north
side of the street. The Minna Street sidewalks adjacent to the project site meet the Better Streets Plan

minimum sidewalk widths for alleys of 6 feet and the recommended sidewalk width of 9 feet.

Natoma Street is an east-west alley that runs discontinuously between 15th Street and First Street.
West of Fifth Street, Natoma Street is a one-way eastbound street. Natoma Street generally has one
travel lane and on-street parking on one side of the street (west of Fifth Street, parking is permitted
on the south side of the street). Natoma Street has a 35-foot wide right-of-way, which includes a 21-
foot wide travel lane, and 6 to 7-foot wide sidewalks. The Natoma Street sidewalks adjacent to the
project site meet the Better Streets Plan minimum sidewalk width of 6 feet, but not the recommended

sidewalk width of 9 feet.

Mary Street is a north-south alley that runs one-way northbound between Howard and Mission
streets. Mary Street has one travel lane, and on-street parking is not permitted on either side of the
street. Mary Street has a 25-foot wide right-of-way, which includes a 15-foot wide travel lane, and 5-
foot wide sidewalks on both sides of the street. The Mary Street sidewalks do not meet the Better

Streets Plan recommended sidewalk width of 9 feet, nor the minimum sidewalk width of 6 feet.

Mint Street is a north-south alley that runs two-way between Jessie Street and Fifth Street, and
terminates at Mint Plaza, a pedestrian plaza that runs between Mint and Fifth streets north of the Old
Mint. Mint Street has a 10-foot wide sidewalk on the west side of the street, and no sidewalk on the
east side of the street adjacent to the Old Mint building. The Mint Street west sidewalk meets the

Better Streets Plan minimum sidewalk width of 6 feet and recommended sidewalk width of 9 feet.
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While there is no east sidewalk, the legislated sidewalk width of 11 feet would meet the Better Streets

Plan minimum and recommended requirements.

Howard Street runs between The Embarcadero and South VVan Ness Avenue. It is a two-way arterial
with two travel lanes in each direction between The Embarcadero and Fremont Street, and a one-way
arterial west of Fremont Street with three to four travel lanes in the westbound direction. The San
Francisco General Plan identifies Howard Street as a Major Arterial in the CMP Network, as a
Metropolitan Transportation System (MTS) street and a Transit Preferential Street (transit-important)
between Main and Beale Streets. Howard Street is part of Bicycle Route 30, and a bicycle lane is
provided on the north side of Howard Street between Fremont and Eleventh streets. The Howard
Street sidewalk adjacent to the project site is 11 feet 6 inches wide, which does not meet the Better
Streets Plan minimum sidewalk width of 12 feet by 6 inches, and does not meet the recommended

width of 15 feet.

Folsom Street runs between The Embarcadero and Ripley Street (south of Cesar Chavez Street).
Folsom Street is a four-lane eastbound one-way arterial between Eleventh and Main Streets, and is a
two-way arterial with three eastbound lanes and one westbound lane between Main Street and The
Embarcadero. The San Francisco General Plan identifies Folsom Street as a Major Arterial in the CMP
Network and as an MTS Street. Folsom Street is part of Bicycle Route 30, and has a bicycle lane on the

south side of the street.

Harrison Street runs between The Embarcadero and Norwich Street (south of Cesar Chavez Street).
Harrison Street operates two-ways between The Embarcadero and Third Street, one-way westbound
between Third and Tenth Streets, and two-way between Tenth and Norwich Streets. Between Beale
and First Streets, Harrison Street has one eastbound and three westbound travel lanes, and curb
parking on both sides of the street. The San Francisco General Plan identifies Harrison Street as a
Major Arterial in the CMP Network, an MTS Street, a Transit Preferential Street (transit-important),

and a Neighborhood Commercial Street.
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Bryant Street runs between The Embarcadero and Precita Avenue (south of Cesar Chavez Street).
Between Second Street and Eleventh Street, Bryant Street is a one-way eastbound arterial with four
travel lanes. East of Second Street, Bryant Street operates one-way eastbound to the Sterling Street on-
ramp to 1-80, and operates both eastbound and westbound (one lane in each direction) between
Sterling Street and The Embarcadero. Bryant Street provides the primary access to and from 1-80
eastbound, including on-ramps at Fifth Street and Sterling Street, and off-ramps at Seventh and at
Fourth streets. The San Francisco General Plan identifies Bryant Street as a Major Arterial in the CMP
Network, an MTS Street, a Transit Preferential Street (transit-important), and a Neighborhood

Commercial Street.

Third Street is a north-south arterial between Bayshore Boulevard and Market Street. North of
Market Street, Third Street connects with Kearny Street and Geary Street. North of Townsend Street,
Third Street is a one-way northbound roadway. In the vicinity of the project site, Third Street has five
travel lanes during peak periods, and the east curb lane is reserved for transit vehicles. On-street
parking is generally provided along both sides of the street, but is prohibited during the morning and
evening peak periods (7:00 to 9:00 a.m. and 3:00 to 6:00 p.m.). In the San Francisco General Plan,
Third Street is designated as a Major Arterial in the CMP Network, a MTS street, a Transit
Preferential Street (transit important), a Citywide Pedestrian Network Street and a Neighborhood

Commercial Street.

Fourth Street is a north-south roadway between Market Street and Townsend Street. North of Market
Street, Fourth Street connects with Stockton and Ellis Streets. Between Market and Townsend Streets,
Fourth Street is a one-way southbound roadway with four travel lanes during peak periods. Fourth
Street generally has on-street metered parking and sidewalks on both sides of the street. In the
vicinity of the project site, between Howard and Folsom Streets, on-street parking on Fourth Street is
prohibited at all times on the east side of the street, and between 3:00 and 7:00 p.m. on the west side
of the street (adjacent to the project site). In the San Francisco General Plan, Fourth Street is
designated as a Major Arterial in the CMP Network, an MTS Street, a Transit Preferential Street

(transit important) and a Neighborhood Commercial Street.
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Fifth Street is a north-south roadway between Market Street and Townsend Street. North of Market
Street, Fifth Street becomes Cyril Magnin Street. Fifth Street is a two-way street, with two travel lanes
in each direction. In the vicinity of the project site, Fifth Street has on-street metered parking and
sidewalks on both sides of the street. In the San Francisco General Plan, Fifth Street is designated as a
Major Arterial in the CMP Network, an MTS Street, and a Transit Preferential Street (transit
important). Fifth Street is part of Bicycle Route 19. The Fifth Street sidewalks do not meet the Better

Streets Plan recommended sidewalk width of 15 feet, nor the minimum sidewalk width of 12 feet.

Sixth Street is a two-way roadway that extends from Market Street to the 1-280 on- and off-ramps at
Brannan Street. It contains two lanes in each direction, plus parking on both sides of the street, subject
to tow-away regulations. On-street parking on the east side of Sixth Street between Brannan and
Market Streets and on the west side between Howard and Brannan Streets is subject to tow-away
between 7:00 and 9:00 a.m. as well as between 3:00 and 7:00 p.m. Sixth Street is designated as a Major

Arterial in the General Plan. It is part of the CMP Network and an MTS street.

Figure IV.D-1 presents the analysis intersections and transit and parking study area.

Intersection Operating Conditions.Existing intersection operating conditions were evaluated for the

weekday PM peak hour (generally between 5:00 and 6:00 p.m.) of the PM peak period (4:00 to 6:00
p.m.). Intersection turning movement counts were conducted on Tuesday through Thursday,
September 11 through 13, 2012, and Wednesday and Thursday, November 28 and 29, 2012. These
turning movement volumes were adjusted to reflect the shift in traffic due to the travel lane closures
and detours on Stockton Street associated with the Central Subway Project construction activities (as
part of the current phase of the Central Subway Project, in addition to travel lane closures, vehicular
traffic on Stockton Street is restricted to transit and taxis only, which results in a shift of traffic to Fifth
Street and other South of Market north/south streets). Adjustments to the PM peak hour volumes

were based on counts at the study intersections conducted in 2008 through 2010 for nearby projects.2

2 Based on counts conducted for the 706 Mission Street Project, the Western SoMa Community Plan, and
the Eastern Neighborhoods Transportation Implementation Planning Study (EN TRIPS).
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Seventeen of the 21 study intersections are
signalized; and the four intersections of
Minna and Natoma Streets with Fifth and
Sixth Streets are unsignalized. The operating
characteristics of intersections are described
by the concept of Level of Service (LOS). LOS
is a qualitative description of an intersection’s
performance based on the average delay per
vehicle. Intersection levels of service range
from LOS A, which indicates free flow or
excellent conditions with short delays, to LOS
F, which indicates congested or overloaded
conditions with extremely long delays. LOS A
through D are considered excellent to
satisfactory service levels, LOS E is
undesirable, and LOS F conditions are

unacceptable.

Table IV.D-1: Intersection Level of Service
Intersection Delay @ LOS®
1. Fourth/Market/Stockton 56.1 E
2. Fourth/Mission 28.0 C
3. Fourth/Howard 52.5 D
4. Fourth/Folsom > 80 (1.09) F
5. Fifth/Market 55.9 E
6. Fifth/Mission 15.1 B
7. Fifth/Minna 2.5 (sh) A
8. Fifth/Natoma 38.2 (eb) E
9. Fifth/Howard 15.1 B
10. Fifth/Folsom 27.6 B
11. Fifth/Harrison 58.7 E
12. Fifth/Bryant > 80 (1.25) F
13. Sixth/Market 44.6 D
14. Sixth/Mission 32.3 C
15. Sixth/Minna > 50 (wb) F
16. Sixth/Natoma > 50 (eb) F
17. Sixth/Howard 35.5 D
18. Sixth/Folsom 43.3 D
19. Sixth/Harrison 31.6 C
20. Sixth/Bryant > 80 (1.43) F
21. Sixth/Brannan 74.4 E

2 Delay presented in seconds per vehicle.
b Intersections operatingat LOSE or LOSF

highlighted in bold.
Source:

Source: 5M Project Transportation Impact
Study, October 2014.

Table IVV.D-1 presents the results of the intersection LOS analysis for the existing weekday PM peak

hour conditions. During the weekday PM peak hour, nine of the 17 signalized study intersections

currently operate at LOS E or LOS F conditions. The signalized intersections of Fourth/Market/

Stockton, Fourth/Folsom, Fifth/Market, Fifth/Harrison, Fifth/Bryant, Sixth/Bryant and Sixth/Brannan

Streets operate at LOS E or LOS F conditions during the PM peak hour. In addition, the eastbound

approaches at the unsignalized intersections of Fifth/Natoma and Sixth/Natoma Streets operate at

LOS F conditions; however, due to the low volumes on Natoma Street, traffic signal warrants are not
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met, and a signal is not warranted.? At the unsignalized intersection of Sixth/Minna Streets, the
westbound approach currently operates at LOS F conditions, and the intersections meets traffic signal
warrants. SFMTA plans to signalize this intersection; the contract for signal construction is currently

out for bid, and SFMTA plans to activate the signal by the end of 2014.4

The poor PM peak hour operating conditions are due to the high traffic volumes on streets destined
to and the 1-80 and 1-280 ramps, and the preferential signal timing for transit buses and streetcars at
the eastbound and westbound Market Street approaches at the study intersection of
Fourth/Market/Stockton. For example, on northbound Fifth Street between Mission and Market
streets is often subject to queued conditions during the PM peak period (the intersection of

Fifth/Market operates at LOS E conditions).

Transit Network.

Local and Regional Transit Providers. The project site is well served by public transit, with both local

and regional service provided nearby. Local service is provided by the San Francisco Municipal
Railway (Muni) bus and light rail lines, which can be used to access regional transit operators. Service
to and from the East Bay is provided by BART, AC Transit and the Water Emergency Transportation
Authority (WETA) ferries; service to and from the North Bay is provided by Golden Gate Transit
buses and ferries, and WETA ferries; service to and from the Peninsula and South Bay is provided by
Caltrain, SamTrans, BART, and WETA ferries. Figure 1VV.D-2 presents the transit routes and local bus

stop locations in the vicinity of the project site.

3 A signal warrant is a condition that an intersection must meet to justify a signal installation. There are
different warrants, which examine factors such as the volume of vehicles, bicyclists, and pedestrians, the signal
system, collision statistics, as well as the geometric/physical configuration of the intersection. Even if a signal
warrant is not met under the strictest interpretation, the determination to signalize an intersection could be made
based upon the city traffic engineer’s professional judgment of intersection operations.

4 Eddie Tsui, SFMTA, email correspondence with Luba Wyznyckyj, LCW Consulting. March 6, 2013 and
January 8, 2014. A copy of this document is available for review at the San Francisco Planning Department, 1650
Mission Street, Suite 400, as part of Case File No. 2011.0409E.
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Muni provides transit service within the City and County of San Francisco, including bus (both diesel
and electric trolley), light rail (Muni Metro), cable car and electric streetcar lines. Muni operates a
number of bus and rail lines in the vicinity of the proposed project. Table 1V.D-2 presents the Muni
routes serving the transit study area, and their service frequencies during the weekday morning,
midday and afternoon peak periods. In addition to these bus routes, Muni Metro and the Muni
historic streetcar run on Market Street, about 0.2 mile north of the project site. Construction of the
Central Subway Project is currently underway, and will extend the T Third light rail line northward
from its current terminus at Fourth and King Streets to a surface station south of Bryant Street and go
underground at a portal under U.S. 101. From there it will continue north to stations at Moscone
Center (i.e., on the west side of Fourth Street between Folsom and Clementina Streets), Union
Square—where it will provide passenger connections to the Powell Street Station and BART—and in
Chinatown, where the line will terminate at Stockton and Clay Streets. Construction of the Central

Subway is scheduled to be completed in 2017, and revenue service is scheduled for 2019.

There is one bus stop adjacent to the project site, on Mission Street eastbound (about 120 feet in
length) that serves the 14 Mission, 14L Mission Limited, and 14X Mission Express. Other bus stops in
the vicinity of the project site include: westbound Mission Street west of Fifth Street, and northbound

(farside) and southbound (nearside) Fifth Street north of Mission Street.5

In January 2012, SFMTA temporarily rerouted southbound 30 Stockton and 45 Union-Stockton from
Fourth to Fifth Streets to accommodate the Central Subway construction (the northbound route has
not been revised). In addition, a temporary supplemental 8 Shuttle service has been initiated, which
in the vicinity of the project site runs south on Fourth Street to Folsom Street (because this route is
temporary, it is not included in the subsequent transit analysis). Routes 8X/8AX/8BX have not been

affected, but will be rerouted at a later date to accommodate additional construction activity.

5 A nearside bus stop is located at the first or nearest side of the intersection encountered when passing
through. A farside bus stop is located at the second or furthest side of the intersection encountered when passing
through.
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Table 1V.D-2: Nearby Weekday Muni Service

Service Frequency (min.)
AM Peak Hour Midday Peak Hour PM Peak Hour
Route 7:00 a.m. to 9:00 a.m. 9:00 a.m. to 4:00 p.m. 4:00 p.m. to 6:00 p.m.
F Market & Wharves 6 5 5
J Church 9 10 9
K Ingleside 10 10 9
L Taraval 10 7 12
M Ocean View 9 10 9
N Judah 7 10 7
5 Fulton 4 8 9
6 Parnassus 10 12 10
8X Bayshore Express 8 9 8
8AX Bayshore Express® 8 8
8BX Bayshore Express? 8 8
9 San Bruno 12 12 12
9L San Bruno Limited 12 12 12
10 Townsend 20 20 20
12 Folsom----Pacific 20 20 20
14 Mission 9 9 8
14L Mission Limited 9 9 8
14X Mission Express? 8 8
16X Noriega Express? 9 9
19 Polk 15 15 15
21 Hayes 9 12 10
27 Bryant 15 15 15
30 Stockton 8 6 6
31 Balboa 12 15 15
45 Union - Stockton 8 12 12
71/71L Haight Noriega/Ltd 10 12 10

a2 8AX Bayshore Express, 8BX Bayshore Express, 14X Mission Express, and 16X Noriega Express operate
inbound towards downtown during the AM peak period, and outbound from downtown during the PM
peak period.

Source: 5M Project Transportation Impact Study, October 2014.

Muni’s Transit Effectiveness Project: The Transit Effectiveness Project (TEP) presents a thorough
review of San Francisco’s public transit system, initiated by SFMTA in collaboration with the City
Controller’s Office. The TEP is aimed at improving reliability, reducing travel times, providing more

frequent service and updating Muni bus routes and rail lines to better match current travel patterns..
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The SFMTA approved the TEP on March 28, 2014. The TEP components will be implemented based
on funding and resource availability, and it is anticipated that the first group of service improve-

ments would be implemented in Fiscal Year 2015 and the second group in a subsequent phase.6

East Bay: Transit service to and from the East Bay is provided by BART, AC Transit, and WETA.
BART operates regional rail transit service between the East Bay (from Pittsburg/Bay Point,
Richmond, Dublin/Pleasanton and Fremont) and San Francisco, and between San Mateo County
(Millbrae and San Francisco Airport) and San Francisco. The nearest BART station to the project site is
the Powvell Station, about 0.2 mile north of the project site. AC Transit is the primary bus operator for
the East Bay, including Alameda and western Contra Costa Counties. AC Transit operates 37 routes
between the East Bay and San Francisco, all of which terminate at the (temporary) Transbay
Terminal, about 1 mile east of the project site. WETA ferries provide service to between San
Francisco and Alameda and between San Francisco and Oakland from the Ferry Building, at The

Embarcadero and Market Street, approximately 1.2 miles to the east.

South Bay: Transit service to and from the South Bay is provided by BART, SamTrans, Caltrain and
WETA. SamTrans provides bus service between San Mateo County and San Francisco, including 14
bus lines that serve San Francisco (12 routes serve the downtown area). In general, SamTrans service
to downtown San Francisco operates along South Van Ness Avenue, Potrero Avenue, and Mission
Street to the Transbay Terminal. SamTrans cannot pick up northbound passengers at San Francisco
stops. Similarly, passengers boarding in San Francisco (and destined to San Mateo) may not
disembark in San Francisco. SamTrans routes stop at the eastbound and westbound bus stops on
Mission Street at Fifth Street. WETA ferries provide service between South San Francisco and the

Ferry Building, which is located approximately 1.2 miles to the east.

6 San Francisco Planning Department, Transit Effectiveness Project Draft EIR, July 10, 2013. A copy of this
document is available for review at the San Francisco Planning Department, 1650 Mission Street, Suite 400, as
part of Case File No. 2011.0409E.
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Caltrain provides commuter heavy-rail passenger service between Santa Clara County and San
Francisco. Caltrain currently operates 38 trains each weekday, with a combination of express and
local service. The San Francisco Caltrain terminal is located at Fourth and Townsend streets, about 0.8

miles southeast of the project site.

North Bay: Transit service to and from the North Bay is provided by Golden Gate Transit buses and
ferries, and WETA ferries. Between the North Bay (Marin and Sonoma Counties) and San Francisco,
Golden Gate Transit operates 22 commute bus routes, nine basic bus routes and 16 ferry feeder bus
routes, most of which serve the Van Ness Avenue corridor or the Financial District. In the vicinity of
the project site, Golden Gate Transit bus service to downtown San Francisco operates along Mission,
Howard and Folsom streets. Golden Gate Transit routes stop at the westbound bus stop on Mission
Street at Fifth Street. Golden Gate Transit also operates ferry service between the North Bay and San
Francisco. During the morning and evening peak periods, ferries run between Larkspur and San
Francisco and between Sausalito and San Francisco. WETA ferries provide service between Vallejo
and San Francisco. The Golden Gate Transit and WETA San Francisco terminal is located at the Ferry

Building, approximately 1.2 miles to the east.

The availability of local Muni and regional service capacity was analyzed in terms of a series of
screenlines. The concept of screenlines is used to describe the magnitude of travel to or from the
greater downtown area, and to compare estimated transit volumes to available capacities. Screenlines
are hypothetical lines that would be crossed by persons traveling between downtown and its vicinity
and other parts of San Francisco and the region. Most Muni service into and out of downtown is
grouped into one of four screenlines (Northeast, Northwest, Southeast and Southwest) that transit
vehicles cross when traveling between downtown and a quadrant of the City. In addition, three
regional screenlines have been established around San Francisco to analyze potential impacts of

projects on the regional transit carriers (AC Transit, BART, Caltrain, Golden Gate Transit and

SamTrans).
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Existing capacity utilization of the four Muni screenlines is below Muni’s capacity utilization
standard of 85 percent, and the Muni bus routes and light rail lines can accommodate additional
passengers. All of the regional transit operators have a one-hour load factor standard of 100 percent,
which would indicate that all seats are full. During the weekday PM peak hour, all regional transit
providers operate at less than their load factor standards, which indicates that seats are generally

available.

Pedestrian Conditions. A qualitative evaluation of existing pedestrian conditions in the vicinity of
the project site was conducted during field visits to the site during the weekday midday and PM peak

periods.

Sidewalks are provided adjacent and within the project site, and adjacent intersections are signalized
with pedestrian countdown signals and crosswalks (pedestrian countdown signals are also currently
provided at all of the study intersections). Adjacent to the project site, sidewalk curb ramps are
provided at intersections along Mission Street crossing Mary and Fifth Streets, along Fifth Street
crossing Minna and Natoma Streets, and along Howard Street crossing Fifth and Mary Streets. Curb

ramps are not provided on Mary Street at Natoma or Minna Streets.

The sidewalks adjacent to the project site generally meet the minimum sidewalk width requirements

within the Better Streets Plan.

The Mission Street sidewalk adjacent to the project site is 15 feet wide, which meets the
Better Streets Plan minimum width of 12 feet and recommended width of 15 feet. Mission
Street is within the Downtown Streetscape Plan area, and meets the required sidewalk

width of 10 feet.

The Howard Street sidewalk adjacent to the project site is 11 feet 6 inches wide, which does
not meet the Better Streets Plan minimum sidewalk width of 12 feet or recommended

width of 15 feet.

The Fifth Street sidewalk adjacent to the project site is 10 feet wide, which does not meet

the Better Streets Plan minimum sidewalk width of 12 feet, nor the recommended sidewalk
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width of 15 feet. Fifth Street is within the Downtown Streetscape Plan area, and meets the

required sidewalk width of 10 feet.

The sidewalks on Minna Street adjacent to the project site are 9 feet and 11 feet wide and
meet the Better Streets Plan minimum sidewalk width of 6 feet and recommended sidewalk

width of 9 feet.

The sidewalks on Natoma Street adjacent to the project site are 6 feet and 6 feet 7 inches,
and meet the Better Streets Plan minimum sidewalk width of 6 feet, but not the

recommended sidewalk width of 9 feet.

The Mary Street sidewalk is 6 feet wide between Howard and Natoma streets, and 5 feet
wide between Natoma and Minna streets. The segment between Howard and Natoma
streets meets the minimum sidewalk width of 6 feet but not the recommended sidewalk
width of 9 feet, while the segment between Natoma and Minna streets does not meet the
Better Streets Plan minimum sidewalk width of 6 feet, nor recommended sidewalk width

of 9 feet.

Pedestrian volume counts were conducted on Wednesday, September 12, 2012 during the weekday

midday (12:00 to 2:00 p.m.) and PM (4:00 to 6:00 p.m.) peak periods at the following locations:

At four sidewalk locations adjacent to the project site on Mission Street west of Fifth Street,
on Fifth Street south of Mission Street, on Fifth Street north of Howard Street, and on

Howard Street west of Fifth Street.
At the four crosswalks each at the intersections of Fifth/Mission and Fifth/Howard.

At the four corners each of the intersections of Fifth/Mission and Fifth/Howard.

Figure IVV.D-3 presents the existing weekday midday and PM peak hour pedestrian volumes at the
study locations. Adjacent to the project site, midday peak hour pedestrian volumes are about 450
pedestrians per hour on Mission Street, range from 260 to 590 pedestrians per hour on Fifth Street,
and 150 pedestrians per hour on Howard Street. During the PM peak hour, pedestrian volumes are
about 460 pedestrians per hour on Mission Street, range from 370 to 410 pedestrians per hour on Fifth

Street, and 230 pedestrians per hour on Howard Street.
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Analysis of operating characteristics of the sidewalk, crosswalk and corner locations was conducted
using the Highway Capacity Manual (HCM) 2000 methodology. With the HCM methodology, an
upper limit for acceptable conditions is LOS D, which equals approximately 15 pedestrians per
minute per foot for sidewalks, and 15 to 24 square feet per pedestrian for crosswalks and corners.
LOS E or LOS F would represent unacceptable conditions. At LOS E normal walking gaits are
frequently adjusted due to congested conditions and independent movements are difficult, and at

LOS F walking speeds are severely restricted.

Table 1VV.D-3 presents the pedestrian analysis results for the midday peak hour conditions, while
Table IVV.D-4 presents the analysis for the PM peak hour conditions. During both the midday and
PM peak hours, the pedestrian levels of service are LOS D or better at the sidewalk, crosswalk and
corner analysis locations, with the exception of the southeast corner at the intersection of
Fifth/Mission Streets, which operates at LOS E conditions during the weekday midday and PM peak
hours. At this location, due to the vehicle queuing lanes serving the Fifth & Mission Garage, the
sidewalks adjacent to the garage are 10 feet wide. The LOS E corner operations reflect conditions
assuming that all pedestrians wait at the existing sidewalks on Mission and Fifth Streets, and the
pedestrian LOS analysis does not account for pedestrians queuing within the raised channelization

that contains the traffic signal.

On Wednesday and Friday afternoons, between 11:00 and 2:00 p.m. mobile food vendors (usually six
trucks) are stationed on Minna Street between Fifth and Mary streets underneath the existing
building connection. This is a weekly event permitted by SFMTA, and would continue after
implementation of the proposed project. On Wednesdays and Fridays, the number of pedestrians in

the project vicinity increases during the midday period.
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Table IV.D-3: Pedestrian Level of Service — Existing Conditions Weekday Midday

Pedestrians

Level of Service

Analysis Locations Per Hour Measure of Effectiveness | LOS
Sidewalks ped/min/ft
Mission Street 452 1.6 B
Fifth Street — North 590 2.5 B
Fifth Street — South 263 1.1 B
Howard Street 149 0.4 A
Fifth/Mission — Crosswalks sq. ft/ped
North 518 85.7 A
South 655 66.9 A
East 686 34.7 C
West 751 20.0 D
Fifth/Mission —Corners sq. ft/ped
Northwest 1,359 57.4 B
Northeast 1,294 59.8 B
Southwest 1,496 29.0 C
Southeast 1,431 10.6 E
Fifth/Howard — Crosswalks sq. ft/ped
North 209 96.3 A
South 310 69.6 A
East 223 132.4 A
West 468 74.0 A
Fifth/Howard-Corners sq. ft/ped
Northwest 767 24.6 C
Northeast 522 260.9 A
Southwest 868 38.0 C
Southeast 623 55.1 B

2 Pedestrian conditions operating at LOS E or LOS F highlighted in bold.
Source: 5M Project Transportation Impact Study, October 2014.
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Table 1V.D-4: Pedestrian Level of Service — Existing Conditions Weekday PM

Level of Service
Pedestrians Measure of
Analysis Locations Per Hour Effectiveness LOS

Sidewalks ped/min/ft

Mission Street 1.6 B

Fifth Street — North 408 1.7 B

Fifth Street — South 367 15 B

Howard Street 229 0.7 B
Fifth/Mission — Crosswalks sq. ft/ped

North 468 99.7 A

South 462 101.1 A

East 641 34.3 C

West 864 15.6 D
Fifth/Mission —Corners sq. ft/ped

Northwest 1,422 52.5 B

Northeast 1,199 65.9 A

Southwest 1,416 30.6 C

Southeast 1,193 14.8 E
Fifth/Howard — Crosswalks sq. ft/ped

North 257 77.8 A

South 286 75.6 A

East 343 84.7 A

West 638 53.3 B
Fifth/Howard —Corners sq. ft/ped

Northwest 985 185 D

Northeast 690 205.2 A

Southwest 1,014 30.6 C

Southeast 719 46.3 B

a  Pedestrian conditions operating at LOS E or LOS F highlighted in bold.
Source: 5M Project Transportation Impact Study, October 2014.

During field observations, pedestrians were also observed crossing Mission Street midblock west of
the existing crosswalk at Fifth Street. The number of pedestrians crossing Mission Street in the
vicinity of Mary/Mint streets were counted during the AM (7:00 to 9:00 a.m.) and midday (11:00 a.m.
to 2:00 p.m.) periods in June 2013 on a typical Tuesday (i.e., June 11, 2013) and on a Wednesday (i.e.,
June 12, 2013) during which mobile food vendors were stationed on Minna Street during the midday
period. During the AM peak hour, there were about 70 pedestrians crossing Mission Street at
Mary/Mint Streets on the Tuesday without the mobile food vendors, and about 40 pedestrians

crossing Mission Street on the Wednesday with the mobile food vendors. During the midday period,
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there were about 75 pedestrians crossing Mission Street at Mary/Mint streets on the Tuesday without
the mobile food vendors, and about 170 pedestrians crossing Mission Street on the Wednesday with

the mobile food vendors.

To the southeast of the proposed project, there are a number of senior housing complexes, and
therefore, pedestrians at the study area locations could include seniors and persons with disabilities.
Senior pedestrian and pedestrians with disabilities have special safety considerations that affect their
walking experience including reduction in vision, agility, balance, speed, concentration and strength,
difficulties hearing vehicles approaching from behind, and reduced ability under low light/night
conditions.” Seniors are more prone to suffer a fatality if involved in a crash when compared to the
general population.2 Over the years SFMTA has implemented pedestrian safety measures aimed at
reducing pedestrian-vehicle conflicts and reducing vehicle speeds within the South of Market
neighborhood, particularly in the vicinity of the Moscone Center to the east of the project site, such as
all-pedestrian phase (e.g., Fourth/Howard) and leading pedestrian intervals (e.g., at Third/Howard)
at intersections, corner bulbouts (e.g., southwest corner of Fourth/Howard), and sidewalk widening

(e.g., north sidewalk of Howard Street between Fourth and Fifth Streets).

Bicycle Conditions. Figure 1VV.D-4 presents the bicycle route network in the vicinity of the project

site. Bikeways are typically classified as Class I, Class I, or Class Il facilities.® Class I bikeways are
bike paths with exclusive right-of-way for use by bicyclists. Class Il bikeways are bike lanes striped
within the paved areas of roadways and established for the preferential use of bicycles, while Class
111 bikeways are signed bike routes that allow bicycles to share travel lanes with vehicles. As shown

on Figure 1V.D-4, there are four San Francisco Bicycle Routes in the vicinity of the proposed project:

" Federal Highway Association, FHWA University Course on Bicycle and Pedestrian Transportation,
Publication No. FHWA-HRT-05-100, slide 10.

8 Loukaitou-Sideris, Anastasia, Is it Safe to Walk? Neighborhood Safety and Security Considerations and
Their Effects on Walking, Journal of Planning Literature, Vol. 20, No. 3, February 2006, p. 226.

9 Bicycle facilities are defined by the State of California in the California Streets and Highway Code
Section, 890.4.

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

270



sawn|oA 8]24a1g pue Y410Mm1aN 81noy ajokaig Bunsix3 V102 "ONILTINSNOD MIT :304N0S
413 308f01d NG

199.
SHNOH Yv3ad (Wd) AVAdIN STNNTOA FTOADIG  (##4) #H#

(AINO FLNOY AANDIS) Il SSYTD  mws ooy 0

(INVT3IT0ADID) 1| SSYTD s b

aLIs 1oarodd Y0

1S INVAYE
— _ _
1S NOSId4vH
6l
j’ VIV
TS AT1dIHS
72) L
1S NOST104 (05)
N/ -
1S VNIINIWI 1D
JENER) v o 5
3U0SOW T w W
4 1S VWVHAL = 4
{oc) —— NN L
1S 4YMOH me\ (652)09 —>
N = |—|—|
>
el
H <
& = o = B 1S VWOLVN
o I ”.\ o
VWOW4S % suapien n NS
euang equaA — nH %
L5 YNNI abeseo IS VNNIW
1S UOISSIAI 78 3S IS _
1S NOISSIW AMNV
R
— ] 19U3)
1S NOSN3AILS puiddoys
095DURI4 UBS

1S IINHVYIN \Omj
N O N < > Q S ~ <1

271



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

This page intentionally left blank.

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

272



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

Bicycle Route 19 runs in both directions on Fifth Street between Market Street and

Townsend Street as a signed route only.

Bicycle Route 23 runs northbound on Seventh Street between 16th Street and Market Street

with a bicycle lane on the east side of the street.

Bicycle Route 30 runs westbound on Howard Street between The Embarcadero and
Eleventh Street. On Howard Street a wider curb parking lane (Class Il facility) is provided
between Main and Fremont Streets, and a bicycle lane (Class Il facility) is provided on the
north side of Howard Street between Fremont and Eleventh Streets. Bicycle Route 30 runs
eastbound on Folsom Street between 14th Street and The Embarcadero as a Class Il facility

(signed route with bicycle lane) with a bicycle lane on the south side of the street.

Bicycle Route 50 runs eastbound and westbound on Market Street between The
Embarcadero and Castro Street. West of Castro Street, Bicycle Route 50 continues along
Corbett Street, Portola Avenue, and Sloat Boulevard to the Great Highway. Bicycle Route
50 is primarily a Class Il facility, with a Class 1 bicycle facility on the section between

Eighth and Castro Streets.

Bicycle volume counts were conducted during the weekday midday (12:00 to 2:00 p.m.) and PM (4:00
to 6:00 p.m.) peak periods on September 12 and 13, 2012, and are presented in Figure 1VV.D-4. During
the midday peak hour, there were about 53 bicyclists (in both directions) on Fifth Street, and 60
bicyclists on Howard Street westbound. During the PM peak hour there were about 42 bicyclists on
Fifth Street, and 255 bicyclists on Howard Street westbound. No substantial safety conflicts between
bicyclists and pedestrians or vehicles, or right-of-way issues were observed during field surveys.
There are two bicycle racks adjacent to the project site on Fifth Street. A Bay Area Bike Share station
has recently been installed within the east curb lane of Fifth Street north of Howard Street. Docks to

accommodate 15 bicycles are provided.10

10 Bay Area Bike Share information available online at http://www.bayareabikeshare.com. Accessed
January 14, 2014.
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The San Francisco Bicycle Plan includes planned short-term improvements to Bicycle Route 19 on
Fifth Street to provide Class Il and Class Il1 facilities in both directions between Market and
Townsend Streets. These improvements would reduce the number of travel lanes and prohibit
northbound and southbound left turns, along with other minor changes in lane geometry and on-

street parking.

Loading Conditions. The existing Chronicle Building contains off-street loading facilities adjacent to
the building, with access from Fifth Street. In addition, there are 10 on-street commercial loading

spaces adjacent to the project site frontage, including:

On Mission Street, between Fifth and Mary streets, there are two metered commercial
loading spaces (each 22 feet in length), in effect on Mondays through Saturdays, between
9:00 a.m. and 4:00 p.m.

On Fifth Street, between Mission and Howard Streets, there are five metered commercial
loading spaces (20, 22, 21, 23, and 23 feet in length), in effect on Mondays through
Saturdays between 7:00 a.m. and 6:00 p.m. With the exception of the passenger unloading/
unloading zones, the curb regulations on Fifth Street between Mission and Natoma Streets
were temporarily rescinded in 2012 to support the temporary reroute of the southbound 30
Stockton and 45 Union-Stockton from Fourth to Fifth Streets during the Central Subway

construction.

On Howard Street between Fifth and Mary Streets, there are three metered commercial
loading spaces (18, 22 and 23 feet in length), and in effect on Mondays through Saturdays,

between 7:00 a.m. and 6:00 p.m.

Parking Conditions. Existing off-street and on-street parking conditions were examined for the
parking study area bounded by Market, Third, Folsom, and Seventh Streets. Parking conditions were
assessed for the weekday midday period (1:00 to 3:00 p.m.), which is the time of peak parking

demand for retail and office land uses.
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Off-Street Parking Conditions. Figure 1VV.D-5 presents the location of the public parking facilities in

the study area, and Table 1VV.D-5 presents the weekday midday parking supply and occupancy data.
In the parking study area there are six off-street public parking facilities, providing about 3,300
spaces. Overall, the off-street parking facilities within the study area are at about 58 percent of

capacity during the weekday midday.

The Fifth & Mission Garage, containing about 2,600 parking spaces, is located to the east of the
project site (i.e., across the street). This garage is open 24-hours a day and serves the retail,
convention, and nighttime uses in the area (e.g., Yerba Buena Center for the Arts, cinema). Based on
SFPark data for March 2013, the weekday parking occupancy generally ranges between 40 and 60
percent during the midday period (i.e., noon to about 3:30 p.m.), and between 20 and 30 percent
during the late evening (i.e., between 9:00 and 10:00 p.m.). Parking occupancy is greater on Friday
and Saturday evenings (between 40 and 50 percent) and during the Saturday midday period
(between 70 and 80 percent). The Fifth & Mission Garage can reach capacity during large Moscone

Center events and on peak holiday shopping days.

Table IV.D-5: Off-Street Parking Supply and Utilization — Weekday Midday Conditions

Facility Spaces Occupied Spaces Percent Occupied

1. Fifth & Mission Garage 2,586 1,356 52%

2. Jessie Square Garage 372 273 73%

3. Pacific Place Garage 100 70 70%

4. Pickwick Hotel Garage 37 37 100%

5. 1026 Mission St Lot 65 59 91%

6. 301 Fifth Street Lot _ 130 112 86%
subtotal 3,290 1,907 58%

Source: 5M Project Transportation Impact Study, October 2014.
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There are seven surface parking lots on the project site containing about 256 parking spaces. All seven
lots are gated reserved parking lots, and are not open as public parking facilities. During field
surveys conducted on March 5, 2013, the overall occupancy of six of the seven lots that would be
eliminated was about 65 percent at 3:00 p.m., and about 25 percent at 7:00 p.m. During the 5:00 to 6:00
p.m. peak hour, a total of five vehicles entered the parking lots and 49 vehicles exited the parking

lots.

On-Street Parking Conditions. The existing on-street parking conditions were qualitatively assessed

during the same time period as the off-street parking facilities. The on-street curb parking regulations

are presented in Figure 1V.D-6.

On Mission Street adjacent to the project site, there is a 120-foot bus stop, a passenger
loading/unloading zone, and two metered commercial loading spaces and five standard

metered parking spaces.

On Fifth Street between Mission and Howard Streets, there are two passenger
loading/unloading zones, five metered commercial loading spaces, six standard metered

parking spaces, and 16 motorcycle parking spaces.

On Howard Street between Fifth and Mary Streets, there are three metered commercial

loading spaces, and five standard metered parking spaces.

Time-limited on-street parking (1-hour non-metered) is generally permitted on the north
side of Minna Street, and on the south side of Natoma street. On-street parking is currently
not permitted on either side of Minna Street between Fifth and Mary Streets (i.e., adjacent

to the project site).

In general, on-street parking within the vicinity of the project site on Howard, Mission and Fifth
Streets comprises 1-hour standard metered spaces and 30-minute commercial vehicle metered spaces.
On most streets, the commercial vehicle meters are in effect from 9:00 a.m. to 3:00 p.m. In general, the
on-street parking spaces are well utilized throughout the day; however, due to the 30-minute limit
and commercial vehicle parking restrictions, commercial vehicle spaces are generally available. On-

street parking spaces are generally available during the overnight hours.
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Emergency Access Vehicle Conditions. Emergency vehicle access to the project site is primarily from

Mission, Fifth and Howard Streets, with secondary access via Minna and Natoma Streets. Depending
on the length of the emergency vehicle (e.g., ambulance versus fire truck), some emergency vehicles
accessing Minna and Natoma Streets from southbound Fifth Street may need to make a wide turn
into the one-lane alley, and therefore, may encroach onto the northbound travel lanes.!* The vertical
clearance on Minna Street is 16 feet, which is adequate clearance for fire trucks (i.e., 13 feet 6 inches).
It is unlikely that emergency vehicles use Mary Street to access Minna or Natoma Streets. There are
two San Francisco Fire Department fire stations near the project site: Station 1 (Folsom Street at Fifth

Street) and Station 8 (Bluxome Street at Fourth Street).

REGULATORY FRAMEWORK
Federal, State and Regional Regulations

There are no federal, State or regional transportation regulations applicable to the proposed project.

Local Regulations

San Francisco General Plan. The Transportation Element of the San Francisco General Plan is
composed of objectives and policies that relate to the eight aspects of the citywide transportation
system: General Regional Transportation, Congestion Management, Vehicle Circulation, Transit,
Pedestrian, Bicycles, Citywide Parking, and Goods Management. The Transportation Element
references San Francisco’s “Transit First” Policy in its introduction, and contains objectives and
policies that are directly pertinent to consideration of the proposed project, including objectives related
to locating development near transit investments, encouraging transit use, and traffic signal timing to
emphasize transit, pedestrian, and bicycle traffic as part of a balanced multimodal transportation

system. The San Francisco General Plan also emphasizes alternative transportation through the

11 pPer the California Vehicle Code, Section 21806, all vehicles must yield right of way to emergency
vehicles and remain stopped until the emergency vehicle has passed.
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positioning of building entrances, making improvements to the pedestrian environment, and

providing safe bicycle parking facilities.

San Francisco Bicycle Plan. The Bicycle Plan describes a City program to provide the safe and
attractive environment needed to promote bicycling as a transportation mode. The Bicycle Plan
identifies the citywide bicycle route network, and establishes the level of treatment (i.e., Class I, Class
Il or Class Il facility) on each route. The Bicycle Plan also identifies near-term improvements as well
as policy goals, objectives and actions to support these improvements. It also includes long-term
improvements, and minor improvements that would be implemented to facilitate bicycling in San

Francisco.

San Francisco Better Streets Plan. The Better Streets Plan focuses on creating a positive pedestrian
environment through measures such as careful streetscape design and traffic calming measures to
increase pedestrian safety. The Better Streets Plan includes guidelines for the pedestrian environ-
ment, which it defines as the areas of the street where people walk, sit, shop, play, or interact.
Generally speaking, the guidelines are for design of sidewalks and crosswalks; however, in some
cases, the Better Streets Plan includes guidelines for certain areas of the roadway, particularly at

intersections.

Transit First Policy. In 1998, the San Francisco voters amended the City Charter (Charter Article 8A,
Section 8A.115) to include a Transit-First Policy, which was first articulated as a City priority policy
by the Board of Supervisors in 1973. The Transit-First Policy is a set of principles which underscore
the City’s commitment that travel by transit, bicycle, and foot be given priority over the private
automobile. These principles are embodied in the policies and objectives of the Transportation
Element of the San Francisco General Plan. All City boards, commissions, and departments are

required, by law, to implement transit-first principles in conducting City affairs.
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IMPACTS

This section analyzes the impacts to the transportation system that could result from the proposed
project. The section begins with the significance criteria, which establish the thresholds for
determining whether an impact is significant. The latter part of this section presents the impacts

associated with the proposed project.

Significance Criteria

The following are the significance criteria used by the Planning Department for the determination of

impacts associated with a proposed project?2:

In San Francisco, the threshold for a significant adverse impact on traffic has been
established as deterioration in the level of service (LOS) at a signalized intersection from
LOS D or better to LOS E or LOS F, or from LOS E to LOS F. The operational impacts on
unsignalized intersections are considered potentially significant if project-related traffic
causes the level of service at the worst approach to deteriorate from LOS D or better to LOS
E or LOS F and Caltrans signal warrants would be met, or causes Caltrans signal warrants

to be met when the worst approach is already at LOS E or LOS F.

For an intersection that operates at LOS E or LOS F under existing conditions, there may be
a significant adverse impact depending upon the magnitude of the project’s contribution to
the worsening of delay. In addition, a project would have a significant adverse effect if it
would cause major traffic hazards, or would contribute considerably to the cumulative
traffic increases that would cause the deterioration in LOS to unacceptable levels (i.e., to

LOS E or LOS F).

12 public Resources Code Section 21099(d), effective January 1, 2014, provides that, “aesthetics and
parking impacts of a residential, mixed- use residential, or employment center project on an infill site located
within a transit priority area shall not be considered significant impacts on the environment.” However, the
Planning Department acknowledges that parking conditions may be of interest to the public and the decision
makers. Therefore, this EIR presents a parking demand analysis for informational purposes and considers any
secondary physical impacts associated with constrained supply as applicable in the transportation analysis.
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The project would have a significant effect on the environment if it would cause a
substantial increase in transit demand that could not be accommodated by adjacent transit
capacity, resulting in unacceptable levels of transit service; or cause a substantial increase
in operating costs or delays such that significant adverse impacts in transit service levels
could result. With the Muni and regional transit screenlines analyses, the project would
have a significant effect on the transit provider if project-related transit trips would cause

the capacity utilization standard to be exceeded during the peak hour.

The project would have a significant effect on the environment if it would result in
substantial overcrowding on public sidewalks, create potentially hazardous conditions for
pedestrians, or otherwise interfere with pedestrian accessibility to the site and adjoining

areas.

The project would have a significant effect on the environment if it would create
potentially hazardous conditions for bicyclists or otherwise substantially interfere with

bicycle accessibility to the site and adjoining areas.

The project would have a significant effect on the environment if it would result in a
loading demand during the peak hour of loading activities that could not be accommo-
dated within the proposed on-site loading facilities or within convenient on-street loading
zones, and if it would create potentially hazardous traffic conditions or significant delays

affecting traffic, transit, bicycles or pedestrians.

A project would have a significant effect on the environment if it would result in

inadequate emergency vehicle access.

Construction-related impacts generally would not be considered significant due to their

temporary and limited duration.

Approach to Analysis

This section presents the methodology for analyzing the transportation impacts and information

considered in developing travel demand for the proposed project. The impacts of the proposed

project on the surrounding roadways were analyzed using the guidelines set forth in the San
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Francisco Planning Department’s 2002 Transportation Impact Analysis Guidelines for Environmental
Review (SF Guidelines). The SF Guidelines provide direction for analyzing transportation conditions

and identifying the transportation impacts of a proposed project in the City of San Francisco.

The analysis of the proposed project was conducted for existing and 2040 cumulative conditions.
“Existing plus Project” conditions assess the near-term impacts of the proposed project, while “2040
Cumulative” conditions assess the long-term impacts of the proposed project in combination with

other reasonably foreseeable future development and transportation network changes.

Impact Analysis Methodology

Traffic Analysis. As with existing conditions, the analysis of the effect of the proposed project on the
study intersections was based on the LOS methodology described in the HCM 2000. LOS is a
gualitative description of an intersection’s performance based on the average delay per vehicle.
Intersection levels of service range from LOS A, which indicates free flow or excellent vehicle flow
conditions with short delays, to LOS F, which indicates congested or overloaded vehicle flow
conditions with extremely long delays. In San Francisco, LOS A through D are considered acceptable,

and LOS E and LOS F are considered unsatisfactory service levels.
Transit Impacts. The impact of additional transit ridership generated by the proposed project was
assessed for the local and regional transit screenlines, and the impact of the additional project-

generated vehicle trips on transit routes in the vicinity of the project site was also assessed.

Local and Regional Transit Screenline Analysis. The availability of Muni service capacity was

analyzed in terms of a series of screenlines. The concept of screenlines is used to describe the
magnitude of travel to or from the greater downtown area, and to compare estimated transit volumes
to available capacities. Screenlines are hypothetical lines that would be crossed by persons traveling
between downtown and its vicinity and other parts of San Francisco and the region. Four screenlines
have been established in San Francisco to analyze potential impacts of projects on Muni service:

northeast, northwest, southwest, and southeast, with sub-corridors within each screenline. The bus
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and light rail lines used in this screenline analysis are considered the major commute routes from the
downtown area. Other bus lines, such as “policy” lines and lines with greater than 10-minute

headways are not included, due to their generally lower ridership.

The screenline for each route reflects the maximum load point (MLP) for each Muni line that crosses
one of the screenlines. The MLP for each individual line may occur at some point of either side of the
schematic lines drawn for graphical representation. For the purpose of this analysis, Muni ridership
measured at the four San Francisco screenlines and sub-corridors represents the peak direction of
travel and patronage loads for the Muni system, which corresponds with the evening commute in the
outbound direction from the downtown area to other parts of San Francisco. As a means to determine
the amount of available space within each screenline, capacity utilization is used, which relates the
number of passengers per transit vehicle to the design capacity of the vehicle. The capacity per
vehicle includes both seated and standing capacity, where standing capacity is somewhere between
30 to 80 percent of seated capacity (depending upon the specific transit vehicle configuration). For
example the capacity of a light rail vehicle is 119 passengers, the capacity of a historic streetcar is 70

passengers, and the capacity of a standard bus is 63 passengers.

Muni’s established capacity utilization standard for peak period operations is 85 percent. It should be
noted that the 85 percent utilization is of seated and standing loads, so at 85 percent all seats are
taken and there are many standees. Muni screenlines and subcorridors at or near 85 percent capacity
operate under noticeably crowded conditions with many standees. Because each screenline and most
sub-corridors include multiple lines, each with several vehicles during the peak hour, some
individual vehicles may operate at or above 85 percent of capacity and are extremely crowded, while
others operate under less crowded conditions. Moreover, the extent of crowding is exacerbated
whenever target headways are not met through either missed runs and/or bunching in service. Thus,
in common with other types of transportation operations such as roadways and parking facilities,
transit operators may experience substantial problems in service delivery even when operating at less

than 85 percent of capacity.
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A screenline analysis was also performed on the regional transit carriers (AC Transit, BART, Caltrain,
Golden Gate Transit and SamTrans), in order to determine the current service volumes and capacity.
Three regional screenlines have been established around San Francisco to analyze potential impacts
of projects on the regional transit carriers. For the purpose of this analysis, the ridership and capacity
at the three screenlines represents the peak direction of travel and patronage loads, which
corresponds with the evening commute in the outbound direction from downtown San Francisco to
the region. As a means to determine the amount of available space for each regional transit provider,
capacity utilization is also used. For all regional transit operators, the capacity is based on the number
of seated passengers per vehicle. All of the regional transit operators have a 1-hour load factor

standard of 100 percent, which would indicate that all seats are full.

Transit Delay. Impacts of the proposed project on transit lines were also measured in terms of
increases to transit travel times. The analysis evaluated increases to transit travel times associated

with the following three influencing factors:

Traffic congestion delay: Traffic congestion associated with increases in area traffic slows
down transit vehicles and results in increased transit travel times. Traffic congestion delays
are calculated by summing the average vehicular delay at each intersection along the
transit routes within the study area. The increase in total route segment delay is equal to

the increase in travel time associated with the project.

Transit reentry delay: Transit vehicles typically experience delays after stopping to pick up
and drop off passengers while waiting for gaps in adjacent street traffic in order to pull out
of bus stops. As traffic volumes on the adjacent street increase, reentering the flow of traffic
becomes more difficult and transit vehicles experience increased delay. Transit reentry delay
was calculated using empirical data in the 2000 HCM. Total transit reentry delay for each

route was calculated as the sum of transit reentry delay at each stop within the study area.

Passenger boarding delay: Although increases in transit ridership are generally viewed
positively, the amount of time a transit vehicle has to stop to pick up and drop off
passengers (i.e., the transit vehicle dwell time) is directly correlated to the number of

passengers boarding the vehicle. As general transit ridership grows, vehicles have to spend

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

286



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

more time at stops, which may increase overall transit travel times. Passenger boarding
delay was calculated assuming 4 seconds per passenger boarding. Passenger boardings

within the study area were estimated using the transit assignment by line.

For the transit delay analysis, the project was determined to have a significant impact if it would
increase transit travel times so that additional transit vehicles would be required to maintain the
existing headways between buses. This was assumed to be the case if the project’s travel time
increases to a particular route would be greater than half of the existing route headway, or the added
travel time would require the provision of one or more additional transit vehicles in order to
maintain scheduled service, as determined by SFMTA's scheduling spreadsheet. The transit delay
analysis was conducted for the 14 Mission, 14L Mission Limited, and 14X Mission Express routes on
Mission Street, the 27 Bryant route on Fifth Street, SamTrans routes on Howard Street, and Golden

Gate Transit routes on Mission Street.

Bicycle Analysis. Bicycle conditions were assessed qualitatively as they relate to the project site,

including bicycle routes, safety and right-of-way issues, and conflicts with traffic.

Pedestrian Analysis. Pedestrian conditions were assessed qualitatively as they relate to the project

site, including safety and right-of-way issues, and conflicts with traffic. In addition, a quantitative
analysis of operating characteristics of the sidewalk, crosswalk and corner locations was conducted

using the HCM 2000 methodology.

Sidewalk operating conditions are measured by average pedestrian flow rate, which is
defined as the average number of pedestrians that pass a specific point on the sidewalk
during a certain period (pedestrians per minute per foot or p/m/f). The width of the
sidewalk at this point is considered the “effective width,” which accounts for reduction in
amount of sidewalk available for travel due to street furniture and the side of buildings. The
level of service for sidewalks is presented for “platoon” conditions, which represent the
conditions when pedestrians are walking together in a group. Pedestrian level of service

conditions were calculated at the most restrictive location adjacent to the project site.
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Crosswalk and corner LOS are measurements of the amount of space (square feet) each
pedestrian has in the crosswalk or corner. These measurements depend on pedestrian

volumes, signal timing, corner dimensions, crosswalk dimensions and roadway widths.

With the HCM methodology, an upper limit for acceptable conditions is LOS D, which equals
approximately 15 pedestrians per minute per foot for walkways, and 15 to 24 square feet per
pedestrian for crosswalks and corners. LOS E or LOS F would represent unacceptable conditions. At
LOS E normal walking gaits are frequently adjusted due to congested conditions and independent

movements are difficult, and at LOS F walking speeds are severely restricted.

Loading Analysis. Loading was analyzed by comparing the on-site and on-street loading spaces

proposed as part of the project to the projected loading demand.

Emergency Vehicle Access. Potential project-related changes affecting emergency vehicle access were

assessed qualitatively. Specifically, the analysis assessed whether any of the proposed project

elements would preclude adequate emergency vehicle access.

Construction Analysis. Potential short-term and temporary construction impacts related to

transportation were assessed qualitatively. The potential for overlapping construction of the project

in combination with other cumulative projects was also assessed qualitatively.

Project Travel Demand

Project travel demand refers to the new vehicle, transit, and pedestrian traffic generated by the
proposed project. This section provides an estimate of the travel demand, including parking and

freight loading that would be generated by the Office Scheme and Residential Scheme.

The project site contains eight buildings and seven surface parking lots with a total of approximately
256 parking spaces. The existing buildings on the site provide a total of approximately 317,700 gross
square feet (gsf) of building space containing office, cultural and educational uses. During the PM
peak hour, about five inbound and 49 outbound vehicle trips travel to and from the surface parking

lots that would be displaced with the proposed project. These surface parking facilities are reserved
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parking serving the existing Chronicle Building, and these vehicle trips would be displaced to other
off-street facilities and to on-street parking spaces. As part of a conservative assessment, the persons
and vehicles traveling to and from the project site were not subtracted from the trips that would be
generated by the new uses, as these trips are associated with activities that will continue to operate in
the area and may remain in the vicinity (including within the proposed project). Therefore, as a
conservative assessment, the existing person- and vehicle-trips traveling to and from the project site

were not subtracted from the travel demand generated by the new uses.

The proposed project includes programming elements such as arts and cultural events, other public
events, and collaborations among businesses and organizations that use the commercial spaces. These
could include outdoor film screenings, night markets, food events, street fairs or festivals, lecture
series and theater performances during weekdays and weekends. These events would be internal to
the project site (e.g., within buildings, within the rooftop open space, or within Mary Court), and
would not occur on the sidewalks on Mission, Fifth, or Howard Streets. The typical event, occurring
up to an estimated three times a month, could have attendance of approximately 500 to 750 people, a
large portion of which are anticipated to be from within the project. Many events would occur on
weekday evenings and on weekends when commercial office spaces would not be occupied and
because the transportation network is less congested on weekday evenings and on weekends than
during the weekday PM peak hour, and events occurring during the weekday daytime hours, such as
food events, would be patronized largely by employees, visitors, and residents of the proposed
project. Certain events may attract additional, primarily walk, trips to the project site and conditions
may be slightly more congested as a result, but given the size, timing, frequency and internal
attendance of these events, conditions would not be materially different than the analysis presented
herein. Larger-scale events, occurring approximately two times per year, could have attendance of up
to 5,000 people. These events would also be internal to the site, but may require sidewalk or roadway
closures, and would be subject to SFMTA’s and SFDPW’s permitting process. Further, approval of
events that request street closures are authorized by the San Francisco Interdepartmental Staff
Committee on Traffic and Transportation, and a transportation management plan is developed to
address vehicular and non-vehicular access, detours, etc. associated with any street closures, as well as

the need for and number of traffic control officers. Due to their infrequency, these events are not likely
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to materially affect the conclusions of this analysis. Therefore, the impacts of the daytime events are

assessed qualitatively for midday pedestrian conditions.

Trip Generation. The person-trip generation includes both employees and visitors to the project site,
and is based on daily and weekday PM peak hour trip generation rates (number of trips per unit for
the residential use, and number of trips per 1,000 square feet of use for the office, retail and restaurant
uses) presented in the SF Guidelines. To account for the large scale and location of the project, to
reflect that trips generated by the new uses would not all be new trips to the area, and to reflect that a
portion of the trips would be linked with existing and new trips, internalization and passby trip
factors were applied to the trip generation estimates calculated using the SF Guidelines rates. Due to
the large scale of the project (i.e., approximately 1.8 million square feet) and mix of development (i.e.,
residential, office, retail, and restaurant), it would be expected that some new residents to the area
would frequent the retail and restaurant establishments within the project site, and some new
residents may also work within the project site and in the project vicinity. Therefore, a portion of the
trips generated by the residential, office, retail and restaurant uses would be internal to the site and
would be the same trips (e.g., residential trip generation, which accounts for work and shopping
trips, would also be the trips generated by the retail and office uses). An internalization factor was
developed using a state-of-the-practice trip generation forecasting model used in developing travel
demand for other project-specific analyses in San Francisco including the Treasure Island/Yerba
Buena Island, Parkmerced, Candlestick Point-Hunters Point Shipyard projects. The method,
commonly referred to as the “4D” method, accounts for the following factors that may influence
travel behavior: development scale, density of project, density of uses, and design of project. Based on
proposed project uses, quantities and location, and professional judgment, an internalization factor of
23.6 percent was developed and applied to the travel demand calculated based on the SF Guidelines
trip generation rates. In other words, 23.6 percent of the trips generated by the project would be not
be new trips to or from the project site, but instead would be internal to the project and would not
utilize adjacent roadways, sidewalks, transit, or parking spaces. The internalization factor applied to
the proposed project travel demand is consistent with the internalization factor of 25 percent

developed using the SF-CHAMP travel demand model and applied to proposed projects in the South
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of Market area as part of the nearby Transit Center District Plan? (including this project). In addition,
the 23.6 percent internalization factor is conservative, as the current SF-CHAMP model forecasts for
the South of Market area with the Central SoMa Plan land use growth would result in an internaliza-

tion factor of 45 to 50 percent.

Table IV.D-6 presents the daily and PM peak hour trip generation for the Office Scheme and the
Residential Scheme. The Office Scheme would generate about 39,064 person-trips (inbound and
outbound) on a daily basis and about 4,160 person-trips (inbound and outbound) during the PM peak
hour, while the Residential Scheme would generate about 37,129 person-trips (inbound and outbound)

on a daily basis and about 4,158 person-trips (inbound and outbound) during the PM peak hour.

Table IVV.D-6: Proposed Project Daily and PM Peak Hour Person-Trip Generation

Person Trips 2

Land Use Size Daily | PM Peak Hour
Office Scheme®
Office 872,900 gsf 12,066 1,025
Residential ¢ 914 units 5,737 993
Retail 141,600 gsf 16,221 1,461
Restaurant 11,000 gsf 5,040 681
Total 39,064 4,160
Residential Scheme
Office 598,500 gsf 8,273 703
Residential ® 1,209 units 7,595 1,314
Retail 141,600 gsf 16,221 1,460
Restaurant 11,000 gsf 5,040 681
Total 37,129 4,158

a  External trips only, assuming the 23.6 percent internalization rate.

b The total square footage of office uses in the Office Scheme has been reduced to 872,900, resulting in a total of
1,827,000 gsf for the proposed project Office Scheme. This minor revision in gsf would not materially change
the impact analysis.

¢ The Office Scheme includes 651 studio/one bedroom units and 263 two- and three bedroom units for a total of
914 residential units, while the Residential Scheme includes 858 studio/one bedroom units and 351 two- and
three bedroom units for a total of 1,209 residential units.

Source: 5M Project Transportation Impact Study, October 2014.

13 AECOM, Transit Center District Plan Transportation Impact Study, Final Report, September 2011. A copy of
this document is available for review at the San Francisco Planning Department, 1650 Mission Street, Suite 400,
as part of Case File Nos. 2007.0558E and 2009.0789E.
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Mode Split. The project-generated person-trips were assigned to travel modes in order to determine
the number of auto, transit and other trips. “Other” includes walk, bicycle, motorcycle, taxi and
additional modes. For the proposed office, retail, and restaurant uses, mode split information was
taken from the SF Guidelines for employee and visitor trips to the C-3 District. Mode split information
for the residential uses was based on the 2006-2010 American Community Survey (ACS) journey-to-

work data for Census Tract 176.01 in which the proposed project is located.

Auto person-trips refer to person-trips either as a driver or passenger in a private vehicle. An average
vehicle occupancy rate, as obtained from the SF Guidelines for the office, retail, and restaurant uses
(varies by use, origin and destination, and work versus non-work trip) and from the ACS data for the
residential uses, was applied to the number of auto person-trips to determine the number of vehicle-

trips generated by the proposed land uses.

Table IV.D-7 summarizes the weekday PM peak hour trip generation by mode for the proposed

project for the Office Scheme and Residential Scheme.

Office Scheme — During the PM peak hour, about 27 percent of all person-trips would be
by auto, 35 percent by transit, and 38 percent by other modes. The Office Scheme would
generate about 730 vehicle-trips during the PM peak hour (278 inbound and 452 outbound
vehicle trips). Of the 730 vehicle trips during the weekday PM peak hour, the 914
residential units would generate 100 inbound and 51 outbound vehicle trips, while the
1,025,500 gsf of commercial uses (i.e., office, retail and restaurant uses) would generate 178

inbound and 401 outbound vehicle trips.

Residential Scheme — During the PM peak hour, about 26 percent of all person-trips would
be by auto, 35 percent by transit, and 39 percent by other modes. The Residential Scheme
would generate about 706 vehicle-trips during the PM peak hour (306 inbound and 400
outbound). Of the 706 vehicle trips during the weekday PM peak hour, the 1,209 residential
units would generate 133 inbound and 67 outbound vehicle trips, while the 751,100 gsf of

commercial uses would generate 173 inbound and 333 outbound vehicle trips.
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Table IV.D-7: Proposed Project Trip Generation by Mode — Weekday PM Peak Hour

Person-Trips 2 Vehicle

Land Use Auto | Transit | Walk/Other b | Total ¢ Trips?
Office Scheme

Office 337 595 94 1,025 233
Residential 169 506 318 993 151
Retail 416 248 797 1,461 236
Restaurant 194 116 371 681 110
Total 1,116 1,465 1,580 4,161 730
Inbound 430 529 817 1,776 278
Outbound 686 936 763 2,385 452
Total 1,116 1,465 1,580 4,161 730
Residential Scheme

Office 231 408 64 703 160
Residential 223 670 420 1,314 200
Retail 416 248 797 1,460 236
Restaurant 194 116 371 681 110
Total 1,064 1,441 1,652 4,158 706
Inbound 458 626 926 2,011 306
Outbound 606 815 726 2,147 400
Total 1,064 1,441 1,652 4,158 706

a  External trips only, assuming the 23.6 percent internalization rate.
b “Other” mode includes bicycles, motorcycles, and taxis.

¢ Trips may not sum to Total due to rounding.

Source: 5M Project Transportation Impact Study, October 2014.

Trip Distribution/Assignment. The distribution of trips for the proposed project was obtained from

the SF Guidelines for the office, retail and restaurant uses, and from 1990 Census data for the
residential trips. The 1990 Census data was used because directional distribution information is not
available from the 2000 or 2010 Census or ACS data. The distribution is based on the origin/
destination of a specific trip, and is separated into the four quadrants of San Francisco (Superdistricts

1 through 4), East Bay, North Bay, South Bay and Out of Region.

As indicated in Table 1VV.D-8, the majority of the trips generated by the proposed project would
occur within San Francisco, with smaller percentages to and from the other areas. Because the
parking demand would not be accommodated within the project site, and because the majority of the
on-site vehicle parking would be for the residential uses (i.e., 457 of the 663 parking spaces for the

Office Scheme, and 605 of the 756 parking spaces for the Residential Scheme), vehicle trips associated
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with the office uses (i.e., the majority of the non-residential development) were assigned to the on-site
garage, while the retail and restaurant vehicle trips were assigned to the Fifth & Mission Garage. As a
conservative assumption for the traffic analysis at the study intersections, no vehicle trips were
assigned to other parking garages or surface lots in the project vicinity but further from the project
site than the Fifth & Mission Garage. The assignment also assumes that left turns from Fifth Street
northbound onto Minna Street westbound would not be permitted with the proposed project. This

left turn restriction would need to be legislated by SFMTA.

Table IVV.D-8: Proposed Project Trip Distribution Patterns

Office Retail & Restaurant Residential

Visitor/ Visitor/ Work and

Origin/Destination Work Non-Work Work Non-Work Non-Work

San Francisco

Superdistrict 1 7.9% 17.0% 14.1% 8.0% 60.7%
Superdistrict 2 15.3% 14.0% 15.7% 8.0% 8.6%
Superdistrict 3 22.1% 14.0% 19.9% 12.0% 8.6%
Superdistrict 4 11.3% 7.0% 12.0% 4.0% 8.6%
East Bay 24.1% 23.0% 22.7% 15.0% 3.5%
North Bay 4.3% 8.0% 2.9% 10.0% 0.6%
South Bay 13.7% 13.0% 11.1% 5.0% 8.8%
Outside of Region 1.3% 4.0% 1.6% 38.0% 1.1%
Total 100% 100% 100% 100% 100%

Source: 5M Project Transportation Impact Study, October 2014.

These distributional patterns were used as the basis for assigning the new vehicle-trips to the local
streets in the study area, and the new transit trips to the local and regional transit operators. During
the PM peak hour, vehicle trips were assigned to the proposed project garage and the Fifth & Mission

Garage, as follows;

Residential and Office Vehicle Trips (assigned to the proposed project garage). A total of 412 PM
peak hour vehicle trips were assigned to the three proposed project garage driveways, including 142

inbound and 270 outbound vehicle trips. These trips were distributed to the driveways as follows:

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

294



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

31 inbound and 16 outbound vehicle trips were assigned to the garage driveway within
Building M-2 on Minna Street. The assignment and intersection analysis assumes that, as
part of the proposed project, left turns from Fifth Street northbound onto Minna Street

westbound would not be permitted.

51 inbound and 127 outbound vehicle trips were assigned to the garage driveway within
Building N-1 Building on Minna Street. The assignment and analysis assumes that, as part
of the proposed project, left turns from Fifth Street northbound onto Minna Street

westbound would not be permitted.

60 inbound and 127 outbound vehicle trips were assigned to the garage driveway within

Building H-1 on Howard Street.

Retail and restaurant vehicle-trips were assigned to the Fifth & Mission Garage. A total of 346 PM
peak hour vehicle trips were assigned to the Fifth & Mission garage, including 164 inbound and 182
outbound vehicle trips. These trips were distributed to the Fifth & Mission Garage driveways as

follows:

9 inbound and 19 outbound vehicle trips were assigned to the Fifth & Mission Garage via

the Mission Street entrance/exits.

155 inbound and 163 outbound vehicle trips were assigned to the Fifth & Mission Garage

via the Minna Street entrance/exits.

The proposed project also includes programming elements such as arts and cultural events, other
public events, and collaborations among businesses and organizations that use the commercial space.
In addition to existing Off the Grid food truck events, which currently occur on the site twice a week,
events on the project site could include outdoor film screenings, night markets, food events, streets
fairs or festivals, lecture series, and theater performances during weekdays and weekends. Typical
event, occurring up to an estimated three times a month, could have attendance of approximately 500
to 750 people, while larger-scale events, occurring up to approximately twice per year, could have
attendance up to 5,000 people. Because information regarding possible events is not known at this

time, these events have not been specifically called-out in the travel demand estimates. However,
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because many events would occur on weekday evenings and on weekends when commercial office
spaces would not be occupied and because the transportation network is less congested on weekday
evenings and on weekends than during the weekday PM peak hour of analysis, the impact of the
weekday evening and weekend events would be less than the analysis below. Events occurring
during the weekday daytime hours, such as food events, would be patronized by employees, visitors,
and residents of the proposed project, although depending on the event, may attract additional,
primarily walk, trips to the project site. Also, larger events that would require sidewalk or roadway
closures would be subject to SFMTA’s and SFDPW'’s permitting process. Therefore, the impacts of the

daytime events are assessed qualitatively for midday pedestrian conditions.

Loading Demand. Freight delivery and service vehicle demand was estimated based on the

methodology and truck generation rates presented in the SF Guidelines. Because the proposed project
includes sharing of on-site loading facilities, as well as management and scheduling of deliveries/
service vehicles, the SF Guidelines methodology for determining loading space demand was adjusted
to reflect that loading activities would occur over a 12-hour period (e.g., between 6:00 a.m. and 6:00

p.m.), rather than over the 9-hour period used in the SF Guidelines methodology.

It is anticipated that about 67 percent of the delivery/service vehicles that would be generated by
the proposed project would consist of small trucks and vans, and about 33 percent would be via
small and large delivery trucks (about 91 of the 278 daily truck trips for the Office Scheme and 75 of
the 228 daily truck trips for the Residential Scheme).14

Table 1V.D-9 presents the daily truck trip generation and peak and average hour loading space

demand for the Office Scheme and the Residential Scheme.

14 SF Guidelines, Table H-2, Percent Daily Service Vehicle Activity by Vehicle Type.
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Table IV.D-9: Proposed Project Freight Delivery/Service Vehicle Trips and Loading

Space Demands

Daily Truck Trip Peak Hour Average Hour
Land Use Size Generation Loading Spaces?@ | Loading Spaces?
Office Scheme ®
Office 872,900 gsf 183 8.0 6.4
Residential 802,500 gsf 24 1.0 0.8
Retail 141,600 gsf 31 1.3 1.1
Restaurant 11,000 gsf 40 1.7 1.4
Total 1,828,000 gsf 278 12.1 9.7
Residential Scheme
Office 598,500 gsf 126 5.5 4.3
Residential 1,057,700 gsf 32 14 1.1
Retail 141,600 gsf 31 1.3 1.1
Restaurant 11,000 gsf 40 1.7 1.4
Total 1,808,800 gsf 228 9.9 7.9

a  Because the proposed project includes sharing of on-site loading facilities, as well as management and
scheduling of deliveries, a 12-hour period (e.g., between 6:00 a.m. and 6:00 p.m.) rather than over a 9-hour

period was assumed.

b The total square footage of office uses in the Office Scheme has been reduced to 871,900, resulting in a total
of 1,827,000 gsf for the proposed project Office Scheme. This minor revision in gsf would not materially

change the impact analysis.

Source: 5M Project Transportation Impact Study, October 2014.

As indicated on Table 1V.D-9, the Office Scheme would generate more daily truck trips and would

have a greater loading space demand than the Residential Scheme.

Office Scheme — The Office Scheme would generate about 278 truck trips on a daily basis.

Based on the adjusted duration of loading activities, the 278 truck trips correspond to a

demand for 12 loading spaces during the peak hour of loading activities and 10 loading

spaces during the average hour of loading activities.

Residential Scheme — The Residential Scheme would generate about 228 truck trips on a

daily basis, which corresponds to a demand for 10 loading spaces during the peak hour of

loading activities and eight loading spaces during the average hour of loading activities.

Parking Demand. Parking demand consists of both long-term demand (including resident and

employee parking) and short-term demand (typically visitor parking). Parking demand for the

proposed project was determined based on methodology presented in the SF Guidelines.
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For residential units, the long-term parking demand is based on the number and size of the
units at a rate of 1.1 and 1.5 spaces per unit for studios/one bedroom and 2-plus bedroom
units, respectively. During the weekday midday, the residential parking demand is

estimated to be about 80 percent of the overnight demand.?s

For the office, retail, and restaurant uses, the long-term parking demand was estimated by
determining the number of daytime employees and applying the average mode split and
vehicle occupancy from the trip generation estimation; short-term parking was estimated

based on the total daily visitor vehicle trips and an average turnover rate.

Table IV.D-10 presents the estimated peak parking demand for the proposed project for midday

conditions and overnight conditions.

Office Scheme - The Office Scheme would generate a total midday parking demand for
about 2,177 spaces, of which 1,746 spaces would be for long-term parking demand and 431
spaces for short-term parking demand. The overnight parking demand associated with the

residential units would be 1,111 long-term parking spaces.

Residential Scheme — The Residential Scheme would generate a total midday parking
demand for about 2,183 spaces, of which 1,793 spaces would be for long-term parking
demand and 390 spaces for short-term parking demand. Parking demand associated with the
residential uses would comprise the greatest proportion of the parking demand (i.e., 1,173 of
the 2,183 space parking demand, or 54 percent of the total demand). The overnight parking

demand associated with the residential units would be 1,470 long-term parking spaces.

15 SF Guidelines, Appendix G, Parking Demand Calculations for Commercial and Residential Projects,
page G-2.

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

298



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

Table 1V.D-10: Proposed Project Parking Demand

Long-Term Short-Term Total
Analysis Period/Land Use Parking Spaces Parking Spaces Parking Spaces

Midday Demand

Office Scheme

Office 764 131 895
Residential 889 0 889
Retail 86 229 315
Restaurant 7 71 78
Total 1,746 431 2,177
Residential Scheme

Office 524 90 614
Residential 1,176 0 1,176
Retail 86 229 315
Restaurant 7 71 78
Total 1,793 390 2,183

Overnight Demand

Office Scheme

Office, Retail, Restaurant 0 0 0
Residential 1,111 0 1,111
Total 1,111 0 1,111
Residential Scheme

Office, Retail, Restaurant 0 0 0
Residential 1,470 0 1,470
Total 1,470 0 1,470

Source: 5M Project Transportation Impact Study, October 2014.

Development of 2040 Cumulative Conditions

Foreseeable Nearby Development Projects. Reasonably foreseeable development projects that were

considered in the cumulative analysis include (but are not limited to) the following:
Central SoMa Plan (Case No. 2011.1356E)
Transit Center District Plan (Case No. 2007.0558E)
Central SoMa Plan (Case No. 2013.154E)
706 Mission Street (Case No. 2008.1084E)
250 Fourth Street (Case No. 2011.0038E)

725 Harrison Street (Case No. 2005.0759E)
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397 Fifth Street (Case No. 2006.0444E)
260 Fifth Street (Case No. 2007.0690E)
205 Shipley Street (Case No. 2006.0679E)
465 Tehama Street (Case No. 2005.0424E)
214 Sixth Street (Case No. 2011.0119E)
363 Sixth Street (Case No. 2011.0586E)
255 Seventh Street (Case No. 2004.0588E)
350 Eighth Street (Case No. 2007.1035E)
935-965 Market Street (Case No. 2005.1074E)
900 Folsom Street (Case No. 2007.0689E)
923 Folsom Street (Case No. 2012.1333E)

942 Mission Street (Case No. 2008.0197E)

Chapter Il, Project Description, includes a description of the cumulative setting and Table 11-8
summarizes major planned projects known to the Planning Department that are generally within the

vicinity of the project site.

Cumulative Transportation Network Changes. The following transportation network changes are

also incorporated into the Cumulative analysis, and are described below:
Central Subway Project
Central SoMa Plan
Second Street Improvement Project
San Francisco Bicycle Plan
Transit Center District Plan

Transit Effectiveness Project
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Central Subway Project. The Central Subway Project is the second phase of the Third Street light rail

line (i.e., T Third), which opened in 2007. Construction is currently underway, and the Central
Subway will extend the T Third line northward from its current terminus at Fourth and King Streets
to a surface station south of Bryant Street and go underground at a portal under US 101. From there it
will continue north to stations at Moscone Center (i.e., on the west side of Fourth Street between
Folsom and Clementina streets), Union Square—where it will provide passenger connections to the
Powell Street Station and BART—and in Chinatown, where the line will terminate at Stockton

between Clay and Jackson Streets.

Construction associated with utility relocation has been completed. Work is underway on the tunnels
contract, which consists of 1.5 miles of twin-bore tunnels underneath Fourth and Stockton Streets,
from 1-80 to North Beach. Its major components include construction of the TBM launch box and
cross passages; construction of an extraction shaft and portal; and monitoring and protection of
existing utilities, buildings, and BART tunnels. Construction of the Central Subway is scheduled to be

completed in 2017, and revenue service is scheduled for 2019.

Central SoMa Plan. The San Francisco Planning Department is in the process of developing an

integrated community vision for the southern portion of the Central Subway rail corridor. This area is
located generally between Townsend and Market Streets along Fourth Street, between Second and
Sixth Streets. The plan’s goal is to integrate transportation and land uses by implementing changes to
the allowed land uses and building heights. The plan also includes a strategy for improving the
pedestrian experience in this area. These changes will be based on a synthesis of community input,
past and current land use efforts, and analysis of long-range regional, citywide, and neighborhood

needs. An application has been filed for this project for conducting environmental review.

The Central SoMa Plan includes two different options for the couplet of Howard and Folsom Streets.
Howard Street would be modified between Eleventh and Third Streets, while Folsom Street would be
modified between Eleventh Street and The Embarcadero. Under the Howard/Folsom One-Way
Option, both streets would retain a one-way configuration (except Folsom Street east of Second Street

which would retain its existing two-way operation). Under the Two-Way Option, both streets would
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be converted into two-way operation, and some modifications to Harrison Street would also occur.

The 2040 Cumulative conditions assume implementation of the Howard/Folsom One-Way Option.

Howard/Folsom One-Way Option. Under the One-Way Option, Howard Street between Eleventh

and Third streets would be modified to have two westbound travel lanes and a two-way cycle track
along the south curb. Parking would be permitted along the north curb during off-peak times, while
during peak travel periods, parking would be prohibited to create a third westbound travel lane.
Alongside the cycle track, parking would be permitted at all times; however, at intersection
approaches where left-turns are possible, parking would be removed in order to create a left-turn
pocket which (along with a left-turn signal) would be necessary in order to separate left-turning
vehicles from bicycles. The north sidewalk would be widened to about 15 feet, while the south

sidewalk would remain at 12 feet.

Under the One-Way Option, Folsom Street between Eleventh and Second Streets would be modified
to have two eastbound travel lanes and a two-way cycle track along the north curb. East of Sixth
Street, parking would be permitted along the south curb during off-peak times, while during peak
travel periods, parking would be prohibited to create an eastbound transit-only lane. Alongside the
cycle track, parking would be permitted at all times; however, at intersection approaches where left-
turns are possible, parking would be removed in order to create a left-turn pocket which (along with
a left-turn signal) would be necessary in order to separate left-turning vehicles from bicycles. The

south sidewalk would be widened to about 15 feet, while the north sidewalk would remain at 10 feet.

Under the One-Way Option, Folsom Street between Second Street and The Embarcadero would be

modified to have two eastbound and one westbound travel lane and bicycle lanes in both directions.
In this segment, parallel parking would be provided on both sides of the street alongside the bicycle
lanes at all times. Consistent with the TCDP, the north sidewalk of Folsom Street would be widened

to about 25 feet, and the south sidewalk would be widened to about 15 feet.
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Howard/Folsom Two-Way Option. Under the Two-Way Option, Howard Street between Eleventh

and Third Streets would be modified to have two westbound and two eastbound travel lanes, left-
turn pockets where left turns are permitted, and bicycle lanes in each direction. Between Sixth and
Fourth Streets, at all times, two westbound and two eastbound travel lanes and one bicycle lane in
each direction would be provided, in addition to parallel parking along either the north or south
curb. Sidewalks between Fourth and Sixth Streets would remain at 12 feet. Between Sixth and
Eleventh Streets, during off-peak hours, one travel lane and one bicycle lane would be provided in
each direction in addition to parallel parking along the north and south curbs; during peak hours,
parking would be prohibited in order to create a second travel lane in each direction. Sidewalks

between Eleventh and Sixth streets would be widened to about 15 feet.

Under the Two-Way Option, Folsom Street between Eleventh and Fourth Streets would be modified
to have one eastbound and one westbound travel lane and one-way buffered or raised cycle tracks in
both directions. Parallel parking would be provided on one side of the street at all times, but on block
faces without parallel parking where on-street loading would be required, loading bays could be
placed within the sidewalk. Right-turn pockets would be provided at intersections that, along with a
right-turn signal, would be necessary in order to separate right-turning vehicles from bicycles.
Sidewalks would be widened to about 15 to 18 feet. Under the Two-Way Option, left turns from

eastbound Howard Street into the proposed project driveway would not be permitted.

Under the Two-Way Option, Folsom Street between Fourth and Second Streets would be modified to
have one eastbound transit-only lane, one eastbound travel lane, one westbound travel lane, and one-
way buffered or raised cycle tracks in both directions. Westbound auto traffic on Folsom Street would
be required to turn right onto northbound Third Street during peak periods (vehicle access to the
north curb of Folsom between Third and Fourth Streets would be accommodated by turning left onto
westbound Folsom Street from northbound Third Street). Eastbound vehicle traffic on Folsom Street
would be required to turn right onto southbound Fourth Street during peak periods (vehicle access to
the south curb of Folsom Street between Fourth and Third Streets would be accommodated by
turning left onto eastbound Folsom Street from southbound Fourth Street). Parallel parking would be

provided adjacent to the eastbound cycle track.
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Under the Two-Way Option, Folsom Street between Second Street and The Embarcadero would be
modified to have one eastbound and one westbound travel lane and one-way buffered cycle tracks in
both directions. Parallel parking would be provided on both sides of the street alongside the cycle
tracks at all times. Right-turn pockets would be provided at intersections that, along with a right-turn
signal, would be necessary in order to separate right-turning vehicles from bicycles. Consistent with
the TCDP, the north sidewalk of Folsom Street would be widened to about 25 feet, and the south

sidewalk would be widened to about 15 feet.

Second Street Improvement Project. The San Francisco DPW, SFMTA, and the Planning Department

have been working with community members on design improvements to Second Street between
Market and King Streets. Bicycle Route 11 runs on Second Street, and in accordance with the San
Francisco Bicycle Plan, the project would provide separated bicycle lanes along the entire length of
Second Street, as well as a pedestrian refuge space at a number of locations. The project also includes
roadway resurfacing, concrete curb reconstruction, the installation of ADA-compliant curb ramps,
and upgrades to the traffic signal system. The preferred concept would reduce the number of travel
lanes from two to one travel lanes in each direction, limit general parking, and relocate some
commercial loading spaces and passenger loading/unloading zones. DPW estimates that construction

on this project can begin by 2016.

San Francisco Bicycle Plan. As indicated in Section 2.6, the San Francisco Bicycle Plan includes planned

short-term improvements to Bicycle Route 19 on Fifth Street. Fifth Street improvements include the
construction of Class Il bicycle lanes and Class Il bicycle routes in both directions between Market
and Townsend Streets. Similar to the ongoing Second Street Improvement Project described above,
Bicycle Plan improvements on Fifth Street would reduce the number of travel lanes and prohibit
northbound and southbound left turns, as well as implement other minor changes to lane geometry

and on-street parking.

Transit Center District Plan. Adopted in summer 2012, the Transit Center District Plan (TCDP) builds

on the City’s 1985 Downtown Plan to create new land use, urban form, building design, and public

realm improvements in and around the new Transbay Transit Center that is currently under
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construction. The TCDP increases the zoned capacity of the area, roughly bounded by Steuart Street
to the east, Folsom Street to the south, Annie Street/Kaplan Lane (just east of Third Street) to the west,
and Market Street to the north. In rezoning, the TCDP includes changes to the transportation
network, including conversions of one-way streets to two-way traffic (i.e., Howard and Folsom
Streets), reductions in travel lanes, provision of new transit-only lanes, sidewalk widening, bulb-out

installations, creation of new multi-use paths, and other improvements.

The TCDP plan area overlaps with the northeastern corner of the Central SoMa Plan. The area of
overlap is in the C-3 (downtown) zoning district and comprises the southeastern corner of the
Financial District. The Central SoMa Plan would build on the policy foundation of sustainability
within the Plan area that was established in the TCDP, augmenting policies on building performance,
district water, and district energy. The Central SoMa Plan does not propose to change the adopted
land use or development controls of the TCDP, but would modify the street network proposal for
Folsom Street between The Embarcadero and Second Street as identified in the TCDP to be consistent

with the Central SoMa Plan’s proposed street network changes.

Transit Effectiveness Project. The Transit Effectiveness Project (TEP) anticipates changes to routes in

the vicinity of the proposed project. The year 2040 Cumulative analysis assumes changes to the
capacity of the lines as identified by route changes and headway changes indicated within the

recommended TEP. The following changes are proposed by the TEP for routes in the study area.

Minor frequency changes on the F Market & Wharves, J Church, K Ingleside, L Taraval,
M Ocean View, and N Judah.

The 8AX/BX Bayshore Express’s frequencies will increase during the peak periods.

The 10 Townsend route will be rerouted, with a new alignment through Mission Bay and

Potrero Hill. The 10 Townsend will be renamed to the 10 Sansome.

A new 11 Downtown Connector will serve SoMa and North Beach, and will run on

Harrison and Folsom streets in the project vicinity.
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The 12 Folsom-Pacific will be discontinued (and its route replaced in the project vicinity by

the new 11 Downtown Connector).
The 14X Mission Express will have increased service frequency during the peak periods.

The downtown terminus of the 16X Noriega Express will be extended from Fourth Street to

Market and Spear streets.

The 30 Stockton will provide service with articulated buses to reduce crowding and

improve reliability. The 30X Stockton Express will have increased frequencies.

In the vicinity of the project site, the TEP also includes two alternatives for a Travel Time Reduction
Proposal (TTRP) along Mission Street. If implemented, the TTRP Moderate Alternative will extend
the existing transit-only lane hours of 4:00 to 6:00 p.m. in both directions and 7:00 to 9:00 a.m. in the
inbound direction to full-time for the segment of Mission Street between Fourth and Eleventh Streets.
In addition, the existing 7:00 a.m. to 6:00 p.m. hours of the Mission Street transit-only lanes between
Fourth and Main Streets in the outbound direction and between Fourth and Beale Streets in the
inbound direction would be extended to full-time. If the TEP TTRP Expanded Alternative is
implemented instead of the TTRP Moderate Alternative, it will relocate the existing side-running
transit-only lanes between Fifth and First Streets in the outbound direction and between Sixth and
First Streets in the inbound direction, so that they become center-running transit-only lanes, and
transition the outbound transit-only lane back to its existing curbside configuration and rescind the

inbound transit-only lane from Seventh to Sixth Streets.

Cumulative Traffic and Transit Demand. Future 2040 Cumulative traffic and transit demand
projections were estimated based on cumulative development and growth identified by the San

Francisco County Transportation Authority travel demand model (SF-CHAMP).

Traffic. Future 2040 Cumulative traffic volumes were estimated based on cumulative development
and growth identified by SF-CHAMP, using model output that represents Existing conditions and
model output for 2040 Cumulative conditions. The 2040 Cumulative traffic volumes take into account

cumulative development projects in the project vicinity, such as the Moscone Center Expansion
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Project, the 706 Mission Street Project, and the 250 Fourth Street Project and others listed above, as
well as the additional vehicle-trips generated by the proposed project. The 2040 Cumulative traffic
impact analysis takes into consideration implementation of the Central SoMa Howard/Folsom One-
Way Option circulation changes, which would remove mixed-flow travel lanes on Howard and

Folsom Streets.

The 2040 Cumulative conditions assume implementation of the Howard/Folsom One-Way Option,
where both streets would retain a one-way configuration (except Folsom Street east of Second Street
which would retain its existing two-way operation). Currently, this section of Howard Street has four
westbound travel lanes (three west of Sixth Street), a westbound bicycle lane, parallel parking along
the north and south curbs, and 12-foot wide sidewalks. West of Second Street, Folsom Street has four
eastbound travel lanes, an eastbound bicycle lane, parallel parking along the north and south curbs,
and 10-foot wide sidewalks. Folsom Street east of Second Street is currently temporarily configured
with a westbound transit lane to accommodate regional transit between the Temporary Transbay
Terminal and the Bay Bridge. The current configuration changes block to block, but generally has two
eastbound travel lanes and one transit-only westbound travel lane. With implementation of the
Central SoMa roadway network changes, some drivers would be expected to change routes, or
divert, from Howard and Folsom streets to parallel streets due to the reduction in overall travel lane

capacity, as well as the reduction of left-turn opportunities from these streets.

Transit. The 2040 Cumulative transit screenline analysis accounts for ridership and/or capacity
changes associated with the TEP, the Central Subway Project (which is scheduled to open in 2019),
the new Transbay Transit Center, the electrification of Caltrain, and expanded Water Emergency

Transportation Authority ferry service.
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PROJECT-LEVEL IMPACT EVALUATION
Traffic Impacts

Impact TR-1: The Office Scheme or Residential Scheme would result in a significant impact at
four study intersections that would operate at LOS E or LOS F, and contribute considerably to
LOS E or LOS F conditions at one intersection under Existing plus Project conditions. (Significant

and Unavoidable)

During the PM peak hour, the Office Scheme would generate 730 vehicle trips, and the Residential
Scheme would generate 706 vehicle trips (see Table 1V.D-7). However, because the predominant
direction of travel for residential uses during the PM peak hour is inbound towards the project site,
the Residential Scheme would generate 28 more inbound vehicle trips than the Office Scheme (note
that the Office Scheme would generate 52 more vehicle trips than the Residential Scheme in the
outbound direction). In order to analyze the maximum potential impact of the proposed project, the
maximum inbound (306 vehicle trips with the Residential Scheme) and outbound (452 vehicle trips
with the Office Scheme) vehicle trips were used for the traffic impact analysis at the study

intersections, for a total of 758 project-generated vehicle trips during the PM peak hour.

As indicated above, the intersection LOS impact analysis for the weekday PM peak hour was based
on 758 new project-generated vehicle trips (306 inbound and 452 outbound). During the PM peak
hour, vehicle trips were assigned to the proposed project garage and the Fifth & Mission Garage, as

follows:

31 inbound and 16 outbound vehicle trips were assigned to the garage driveway within
Building M-2 on Minna Street. The assignment and intersection analysis assumes that, as
part of the proposed project, left turns from Fifth Street northbound onto Minna Street

westbound would not be permitted.

51 inbound and 127 outbound vehicle trips were assigned to the garage driveway within
Building N-1 on Minna Street. The assignment and analysis assumes that, as part of the
proposed project, left turns from Fifth Street northbound onto Minna Street westbound

would not be permitted.
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60 inbound and 127 outbound vehicle trips were assigned to the garage driveway within

Building H-1 on Howard Street.

9 inbound and 19 outbound vehicle trips were assigned to the Fifth & Mission Garage via

the Mission Street entrance/exits.

155 inbound and 163 outbound vehicle trips were assigned to the Fifth & Mission Garage

via the Minna Street entrance/exits.

Table 1VV.D-11 presents the Existing plus Project intersection levels of service for the weekday PM

peak hour. In general, the addition of the 758 vehicle trips during the weekday PM peak hour would

result in increases in the average delay per vehicle at the study intersections.

Weekday PM peak hour intersection operating conditions would worsen from LOS D to

LOS E or LOS F at two study intersections (Fourth/Howard and Sixth/Folsom Streets).

Weekday PM peak hour intersection operating conditions would worsen from LOS E to

LOS F at one study intersection (Sixth/Brannan Streets).

Weekday PM peak hour intersection operating conditions and would continue to operate
at the same LOS E or LOS F conditions as under Existing conditions at eight study
intersections (Fourth/Market/Stockton, Fourth/Folsom, Fifth/Market, Fifth/Natoma,

Fifth/Harrison, Fifth/Bryant, Sixth/Natoma, and Sixth/Bryant Streets).

At the currently unsignalized intersection of Sixth/Minna Streets, the westbound approach
currently operates at LOS F conditions, and the westbound approach would continue to
operate at LOS F conditions with the proposed project. However, with implementation of
the planned signal at this location (SFMTA’s construction bidding process currently
underway, and signal will be operational by the end of 2014), the intersection would

operate at LOS C conditions during the PM peak hour.

With implementation of the proposed project, nine study intersections would continue to

operate at LOS D or better during the weekday PM peak hour.
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At the study intersections of Fourth/Howard, Sixth/Folsom and Sixth/Brannan Streets, the worsening

of intersection LOS conditions from LOS D to LOS E or LOS F, and from LOS E to LOS F would be

considered a significant impact at these intersections.

Table IV.D-11: Intersection Level of Service — Existing Plus Project Conditions,
Weekday PM Peak Hour

Existing Existing Plus Project
Intersection Delay 2 LOS® Delay LOS
1. Fourth/Market/Stockton 56.1 E 64.6 E
2. Fourth/Mission 28.1 C 36.5 D
3. Fourth/Howard 52.5 D 74.8 E
4. Fourth/Folsom >80 (1.09) F >80 (1.12) F
5. Fifth/Market 55.9 E 56.8 E
6. Fifth/Mission 15.1 B 15.5 B
7. Fifth/Minnac 2.5 (sh) A 3.0 (sh) A
8. Fifth/Natomac 38.2 (eb) E 40.9 (eb) E
9. Fifth/Howarde 15.1 B 17.5 B
10. Fifth/Folsom 27.2 C 46.5 D
11. Fifth/Harrison 58.7 E 60.7 E
12. Fifth/Bryant >80 (1.25) F >80 (1.28) F
13. Sixth/Market 44.6 D 45.3 D
14. Sixth/Mission 32.3 C 53.4 D
15. Sixth/Minnac > 50 (wb) F > 50 (wb)/[22.0] F/[C]
16. Sixth/Natomacd > 50 (eb) F > 50 (eb) F
17. Sixth/Howard 355 D 45.8 D
18. Sixth/Folsom 43.3 D >80 (1.16) F
19. Sixth/Harrison 31.6 C 44.6 D
20. Sixth/Bryant >80 (1.43) F >80 (1.47) F
21. Sixth/Brannan 74.4 E >80 (1.14) F

a Delay presented in seconds per vehicle. Intersections operating at LOS E or LOS F highlighted in bold.

b Shaded = project impact.

¢ Intersection stop sign-controlled. Delay and LOS presented for the approach with the highest delay.

d Contracting for installation of planned signal at the intersection of Sixth/Minna Streets is underway, and
planned to be operational by the end of 2014. Average vehicle delay and LOS for Existing plus Project
conditions with signalization presented in [brackets]. With signalization, the intersection would operate at
LOS C conditions, and therefore, traffic impacts at this intersection would be considered less than

significant.

e Existing and Existing plus Project intersection LOS analyses were also conducted at the intersection of
Fifth/Howard Streets for AM peak hour conditions. Under Existing conditions, during the AM peak hour,
the intersection of Fifth/Howard Streets currently operates at LOS B conditions with an average vehicle
delay of 15.3 seconds per vehicle, and under Existing plus Project conditions the average vehicle delay
would increase to 16.5 seconds per vehicle and the intersection would operate at LOS B conditions.

Source: 5M Project Transportation Impact Study, October 2014.
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At the eight intersections currently operating at LOS E or LOS F under Existing conditions and that
would continue to operate at the same LOS under Existing plus Project conditions, the proposed
project’s vehicle trips were reviewed to determine whether the project’s contribution to the
intersection’s overall LOS E or LOS F operating conditions would be considerable. The project’s
contributions to the poorly operating critical movements (i.e., the critical movements operating at LOS
E or LOS F)!6 would be more than 5 percent at the intersection of Sixth/Bryant Streets, and therefore
the contribution of the proposed project to the overall intersection LOS F conditions at this intersection
would be considered considerable, and the proposed project’s impact at this intersection would be
considered a significant impact. Detailed calculations and percent contributions to critical movements

operating at LOS E or LOS F conditions are included in the project’s TIS.

Each of the four intersections where the proposed project would result significant impacts (i.e., at the
intersections of Fourth/Howard, Sixth/Folsom, Sixth/Brannan, and Sixth/Bryant Streets) were
reviewed to determine if mitigation measures could reduce the impact to less-than-significant levels
or lessen the severity of the project’s contribution to significant impacts. A detailed discussion of the
feasibility of mitigation measures for each intersection where the project would result in a significant
impact is provided in the project TIS. Overall, no feasible mitigation measures were found to mitigate
significant impacts for the affected intersections. Generally, additional travel lane capacity would be
needed on one or more approaches to the intersection in order to mitigate the LOSE or LOS F
intersection operating conditions. The provision of additional travel lane capacity would typically

require narrowing of the sidewalks to substandard widths and/or removal of bicycle lanes. These

16 The critical movement, with respect to an intersection analysis, is the movement or lane for a given signal
phase (for example, northbound/southbound versus eastbound/westbound) that requires the most green time,
and is determined for each phase based on flow ratios calculated using the HCM2000 intersection operations
methodology. The movement or lane with the highest flow ratio for each phase is the critical movement. The
critical movements are determined in the quantitative calculations conducted for the study intersections, taking
into consideration the available geometric conditions (for example, number of lanes), signalization conditions (for
example, cycle length, green times), and traffic conditions (for example, traffic volumes, pedestrian flows, heavy
vehicle percentages). The critical movements, using the HCM2000 methodology, were identified by the Synchro
intersection analysis software/traffic model developed for the analysis. Poorly operating critical movements are
those operating at LOS E or LOS F conditions

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

311



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

actions would generally be inconsistent with the transit, bicycle, and pedestrian environment
encouraged by the City’s Transit First Policy because they would remove space dedicated to
pedestrians and bicyclists. Additional improvements, such as changes to the signal timing cycle
length and/or green time allocations would not reduce significant impacts to less-than-significant
levels. Thus, the identified significant impacts at the intersections of Fourth/Howard, Sixth/Folsom,
Sixth/Brannan, and Sixth/Bryant Streets under Existing plus Project conditions would remain

significant and unavoidable.

Impact TR-2: The Office Scheme or Residential Scheme would have less-than-significant impacts

at 17 study intersections under Existing plus Project conditions. (Less Than Significant)

With implementation of the proposed project, the following intersections would operate at LOS D or
better during the PM peak hour, and therefore, the proposed project traffic impacts at these locations

would be less than significant.

Fourth/Mission Sixth/Market
Fifth/Mission Sixth/Mission
Fifth/Minna Sixth/Minna
Fifth/Howard Sixth/Howard
Fifth/Folsom Sixth/Harrison

In addition, as indicated in Impact TR-1 above, at intersections operating at LOS E or LOS F under
Existing and Existing plus Project conditions, the proposed project’s vehicle trips were reviewed to
determine whether the project’s contribution to the intersection’s overall LOS E or LOS F operating
conditions would be considerable. Detailed calculations and percent contributions to critical
movements operating at LOS E or LOS F conditions are included in the project’s TIS. The project’s
contributions to the poorly operating critical movements would be less than 5 percent at the seven
study intersections, and therefore the contribution of the proposed project to the overall intersection
LOS E or LOS F conditions at these seven intersections would not be considered considerable.
Therefore, the proposed project’s traffic impacts at the following seven intersections would be less

than significant:
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Fourth/Market/Stockton Fifth/Harrison
Fourth/Folsom Fifth/Bryant
Fifth/Market Sixth/Natoma

Fifth/Natoma

For these reasons, the proposed project’s traffic impacts at these 17 study intersections would be less

than significant.

Impact TR-3: The garage operations of the Office Scheme or Residential Scheme would not result
in substantial conflicts that would adversely affect traffic, transit, bicycle, and pedestrian

operations. (Less Than Significant)

The proposed project’s parking garage operations were reviewed for AM peak hour conditions when
the predominant direction of project travel demand for the office uses would be inbound into the site,
to determine whether queues associated with vehicle access into the garage would spill back onto the
sidewalk and adjacent vehicle travel and bicycle lanes, thereby increasing the potential for conflicts
between vehicles, transit, bicyclists and pedestrians on Minna and Howard Streets. During the PM
peak hour the majority of vehicles generated by the proposed land uses would be exiting the garage,
and therefore queues associated with merge into the travel lanes would be contained within the
garage, and would not affect transit, bicycle and vehicle operations on Minna or Howard Streets.

Therefore, the AM peak hour conditions were assessed for garage operations.

During the AM peak hour, the Office Scheme would generate 282 inbound and 128 outbound vehicle
trips, of which 262 inbound vehicle trips would be destined to the project site (the remaining 20
vehicle trips associated with the retail and restaurant uses would be destined to the Fifth & Mission
Garage). Of the 262 inbound AM peak hour vehicle trips, eight vehicle trips would be destined to the
driveway on Minna Street in Building M-2 (with a ramp length of 116 feet), 131 vehicle trips would
be destined to the driveway on Minna Street in Building N-1 (with a ramp length of 105 feet), and 123
vehicle trips would be destined to the driveway on Howard Street in Building H-1 (with a ramp

length of 98 feet).
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A queuing analysis was conducted to determine whether the vehicle trips vehicles entering the
garage at the various driveways would queue out into the adjacent travel lanes on Minna and
Howard Streets. Based on the maximum AM peak hour vehicle inbound demand of 131 vehicles, the
95th percentile queue would be four vehicles (a distance of about 80 feet).t” The maximum queue
would therefore be accommodated within all of the proposed project driveways, and would not spill
back onto the sidewalk or adjacent travel lanes. Therefore, the impact of spillover into the adjacent

travel lanes during the AM peak hour from the garage operations would be less than significant.

Improvement Measure I-TR-A: Monitoring and Abatement of Queues

As an improvement measure to reduce the potential for queuing of vehicles accessing the
project site, it would be the responsibility of the owner/operator of the garage to ensure that
recurring vehicle queues do not occur on Minna or Howard Streets adjacent to the site. A
vehicle queue is defined as one or more vehicles (destined to the parking facility) blocking any
portion of the sidewalk or travel lanes for a consecutive period of three minutes or longer on a

daily and/or weekly basis.

If the Planning Director, or his or her designee, suspects that a recurring queue is present, the
Planning Department would notify the project sponsor in writing. Upon request, the
owner/operator would hire a qualified transportation consultant to evaluate the conditions at
the site for no less than seven days. The consultant would prepare a monitoring report to be
submitted to the Planning Department for review. If the Planning Department determines that
a recurring queue does exist, the facility owner/operator of the garage would have 90 days

from the date of the written determination to abate the queue.

17 The 95t percentile queue is the length of queue that has a probability of 5 percent or less of being
exceeded during the analysis hour.
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Improvement Measure I-TR-A would further reduce the magnitude of the proposed project’s less-
than-significant traffic impact related to garage operations, and would not result in any secondary

transportation-related impacts.

Transit Impacts

Impact TR-4: The Office Scheme or Residential Scheme would not result in a substantial increase
in transit demand that could not be accommodated by adjacent Muni transit capacity; nor would it
cause a substantial increase in delays or costs such that significant adverse impacts to Muni transit

service could occur. (Less Than Significant)

Transit Screenlines. Because the number of new PM peak hour transit trips generated with the Office
Scheme (1,465 transit trips) would be more than the number generated by the Residential Scheme
(1,441 transit trips), the transit screenline analysis was conducted based on the Office Scheme. During
the weekday PM peak hour, the proposed project would generate 1,465 new transit trips (529
inbound and 936 outbound). These new transit trips would utilize the nearby Muni lines and regional
transit lines, and may include transfers to other Muni bus and light rail lines, or other regional transit
providers. Based on the location of the project site and the anticipated origin/destination of the new
employees and visitors to the office, retail, restaurant and residential uses, the transit trips were
assigned to Muni and the various regional transit operators. Based on the trip distribution patterns, it
was estimated that out of the 936 outbound transit trips, about 511 would cross the Muni screenlines,
327 would cross the regional screenlines, and the remaining 98 would not cross any screenlines (i.e.,

would travel within the downtown area).

The analysis of Muni screenlines assesses the effect of project-generated transit-trips on transit
conditions in the outbound direction during the weekday PM peak hour. Based on the origins/
destinations of the transit trips generated by the proposed project, the outbound transit trips within
San Francisco were assigned to the four screenlines and the sub-corridors within each screenline. As
noted above, some transit trips that would travel within Superdistrict 1 would remain in the

downtown area (e.g., trips to the Ferry Building) and therefore, would not cross one of the
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screenlines. As such, not all outbound Muni trips generated by the proposed project appear in the
screenline analysis. For analysis purposes, half of the Superdistrict 1 trips were estimated to remain
in the downtown area and the out-of-region trips were added to the Superdistrict 1 trips, assuming

that a portion of those trips would be made on Muni.

Table IVV.D-12 presents the Muni screenline analysis for the Existing plus Project conditions for
weekday PM peak hour conditions. Overall, the addition of the project-generated riders to the four
screenlines would not substantially increase the peak hour capacity utilization. Capacity utilization
for all screenlines and corridors would remain similar to those under Existing conditions, and below

the capacity utilization standard of 85 percent.

Table IV.D-12:  Muni Screenline Analysis — Existing Plus Project Conditions,
Weekday PM Peak Hour

Existing Plus
Existing Project Project Capacity

Screenline/Corridor Ridership Trips Ridership Capacity Utilization
Northeast

Kearny/Stockton 2,158 78 2,236 3,291 67.9%

Other 570 20 590 1,078 54.8%

Subtotal 2,728 98 2,826 4,369 64.7%
Northwest

Geary 1,814 51 1,865 2,528 73.8%

California 1,366 38 1,404 1,686 83.3%

Sutter/Clement 470 13 483 630 76.7%

Fulton/Hayes 965 27 992 1,176 84.4%

Balboa 637 18 655 929 70.5%

Subtotal 5,252 148 5,400 6,949 77.7%
Southeast

Third 550 21 571 714 80.0%

Mission 1,529 58 1,587 2,789 56.9%

San Bruno/Bayshore 1,320 50 1,370 2,134 64.2%

Other 1,034 39 1,073 1,712 62.7%

Subtotal 4,433 168 4,601 7,349 62.6%
Southwest

Subway 4,747 75 4,822 6,294 76.6%

Haight/Noriega 1,105 17 1,122 1,651 68.0%

Other 276 4 280 700 40.1%

Subtotal 6,128 97 6,255 8,645 72.0%
Total All Screenlines 18,541 511 19,052 27,312 69.8%

Source: 5M Project Transportation Impact Study, October 2014.
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Transit Delay. Table 1VV.D-13 presents the results of the transit delay analysis for PM peak hour
conditions. The proposed project would result in increases in travel time on the local and regional
transit routes in the immediate vicinity of the project site, and increases would range from 4 seconds
to about 2 minutes. However, in all instances the increase would be less than half of the existing
headways, and therefore project-related transit delays resulting from congestion on study area
roadways and passenger loading delays associated with increased ridership on these routes during

the PM peak hour would be less than significant.

Table IV.D-13:  Transit Delay Analysis — Existing Plus Project Conditions, Weekday
PM Peak Hour

Northbound/Eastbound Southbound/Westbound

Travel Time Delay as Travel Time Delay as

Headway Increases Percent of Increases Percent of

Transit Operator/Route (min:sec) (min:sec) Headway (min:sec) Headway

Muni

14 Mission 7:30 0:55 12% 1:36 21%
14L Mission Limited 9:00 1:.07 12% 1:52 21%
14X Mission Express 8:00 0:15 3% 1:36 20%
27 Bryant 15:00 0.09 1% 0:34 4%
Golden Gate Transit 15:00 1:27 10% 1:48 12%
SamTrans 30:00 0:19 1% 0:04 0%

2 |ncludes eastbound/westbound routes on Mission Street for Muni (14 Mission, 14L Mission Limited, and
14X Mission Express), Golden Gate Transit, and SamTrans, as well as northbound/southbound 27 Bryant
route on Fifth Street.

Source: 5M Project Transportation Impact Study, October 2014.

Project Driveway Impacts on Transit Operations. As described in Impact TR-3, above, the queuing
analysis conducted for the proposed project access driveways during the AM peak hour (when the
predominant direction of vehicle trips would be accessing the site) indicates that the vehicle queues
would be accommodated within the project site and would not spill back onto the sidewalk or travel
lanes on Minna or Howard Streets, and would therefore not affect Muni bus operations on Fifth
Street. Therefore, the impact of the proposed project driveways on Muni operations would be less

than significant.
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It should be noted that the office, retail, and restaurant uses would be subject to the Transit Impact
Development Fee (TIDF). The TIDF attempts to recover the cost of carrying additional riders
generated by new development by obtaining fees on a square footage basis. TIDF funds may be used
to increase revenue service hours reasonably necessary to mitigate the impacts of non-residential

development on public transit.

Currently Muni electric trolley coaches operate on Mission Street. Support poles for the overhead
wires are located on Mission Street, adjacent to the project site and there are also eyebolts attached to
the existing Chronicle Building. It is anticipated that these eyebolts would remain with the

renovation of the Chronicle Building.

Because the proposed project would not substantially affect the capacity utilization of the local transit
lines, and would not affect the operations of the adjacent and nearby Muni bus stops, or delay transit,

impacts of the proposed project on transit operations would be less than significant.

Impact TR-5: The Office Scheme or Residential Scheme would not result in a substantial increase
in transit demand that could not be accommodated by regional transit capacity; nor would it cause
a substantial increase in delays or costs such that significant adverse impacts to regional transit

service could occur. (Less Than Significant)

Similar to the Muni screenline analysis presented in Impact TR-4, the analysis of regional transit
screenlines assess the effect of project-generated transit-trips on transit conditions in the outbound
direction during the weekday PM peak hour. Based on the origins/destinations of the transit trips
generated by the proposed project, the 327 outbound regional transit trips were assigned to the three
regional transit screenlines. It was estimated that during the weekday PM peak hour there would be 229
transit trips destined to the East Bay, 35 transit trips to the North Bay, and 63 transit trips to the South
Bay. Table 1V.D-14 presents the Existing plus Project screenline analysis for the regional transit carriers.
In general, the addition of the 327 project-related passengers would not have a substantial effect on the

regional transit providers during the weekday PM peak hour, as the capacity utilization for all
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screenlines would remain similar to those under Existing conditions. In addition, the capacity utilization

for all regional transit providers would be under their capacity utilization standards of 100 percent.

Table 1V.D-14:  Regional Transit Screenline Analysis — Existing Plus Project
Conditions, Weekday PM Peak Hour

Existing Project Existing Plus Capacity Capacity

Screenline/Operator Ridership Trips Project Ridership Utilization
East Bay

BART 19,716 198 19,914 22,050 90.3%

AC Transit 2,256 23 2,279 3,926 58.0%

Ferries 805 8 813 1,615 50.3%

Subtotal 22,777 229 23,006 27,591 83.4%
North Bay

GGT buses 1,384 21 1,405 2,817 49.9%

GGT ferries 968 14 982 1,959 50.1%

Subtotal 2,352 35 2,387 4,776 50.0%
South Bay

BART 10,682 51 10,733 14,910 72.0%

Caltrain 2,377 12 2,389 3,100 77.1%

SamTrans 141 1 142 320 44.3%

Subtotal 13,200 63 13,263 18,330 72.4%
Total All Screenlines 38,329 327 38,656 50,697 76.2%

Source: 5M Project Transportation Impact Study, October 2014.

As indicated in Table 1VV.D-13, the proposed project would result in minimal increases in travel time
on the regional routes in the immediate vicinity of the project site; however, these increases would

not be substantial and would not affect regional transit routes.

Because the proposed project would not substantially affect the capacity utilization of the regional
transit lines, and would not affect the operations of the nearby regional stops or routes, or delay

transit, impacts of the proposed project on transit operations would be less than significant.
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Bicycle Impacts

Impact TR-6: The Office Scheme or Residential Scheme would not result in potentially hazardous
conditions for bicyclists, or otherwise substantially interfere with bicycle accessibility to the site

and adjoining areas. (Less Than Significant)

Proposed Project Supply. The supply of bicycle parking spaces would be consistent with the
Planning Code requirements for the proposed uses. The Office Scheme would provide approximately
540 Class 1 bicycle parking spaces and 120 Class 2 bicycle racks, while the Residential Scheme would
provide 591 Class 1 bicycle parking spaces and 97 Class 2 bicycle racks.:8 Bicycle parking facilities
would be located on the ground floor or first basement level of the garage, and would be located
throughout the site in accordance with the Fifth and Mission SUD, including in plaza areas, building
entries, and park space. In addition, both the Office Scheme and the Residential Scheme would

include 14 showers and 28 lockers.

The below-grade bicycle parking spaces would be accessed via the garage driveway in Building N-1
on Minna Street. Bicyclists entering the garage would share the travel lane with vehicles, while
exiting bicyclists would have a dedicated 5-foot wide bicycle lane on the ramp in order to be able to
walk or bicycle slowly up the ramp (the ramp would contain two 11-foot wide lanes, plus a 5-foot

wide bicycle lane, for a total ramp width of 27 feet).

Proposed Project Demand. The project site is within bicycling distance of office and retail buildings
in downtown San Francisco and the Financial District and major transit hubs (Ferry Building,

Transbay Terminal and Caltrain). During the weekday PM peak hour, it is anticipated that a portion

18 per San Francisco Planning Code Section 155.1, Bicycle Parking Requirement for City-owned and Leased
Buildings, Class 1 bicycle parking facilities are those that protect the entire bicycle and accessories against theft
and inclement weather. Examples of Class 1 facilities include lockers, check-in facilities, monitored parking,
restricted access parking, and personal storage. Class 2 bicycle racks permit the bicycle frame and one wheel to
be locked to the rack (with one u-shaped lock), and provide support to bicycles without damage to the wheels,
frame, or components.
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of the walk/other trips generated by the new uses would be bicycle trips (i.e., a portion of the 1,580

walk/other trips for the Office Scheme and 1,652 walk/other trips for the Residential Scheme).

There are several bicycle routes nearby to the project site, with the closest routes on along Howard
and Folsom Streets (Bicycle Route 30), on Fifth Street (Bicycle Route 19), on Seventh Street (Bicycle
Route 23), and on Market Street (Bicycle Route 50). Although the proposed project would result in an
increase in the number of vehicles in the vicinity of the project site, this increase would not be
substantial enough to affect bicycle travel in the area. As described in Impact TR-3 above, the queuing
analysis conducted for the proposed project access driveways during the AM peak hour indicates
that the vehicle queues would be accommodated within the project site and would not spill back onto
the sidewalk or onto the travel lane or bicycle lane on Howard Street, or onto Minna and Fifth Street
sidewalks or travel lanes (the San Francisco Bicycle Plan includes bicycle lanes in both directions on

Fifth Street).

The proposed project would not increase bicycle or vehicle traffic to a level that adversely affects
bicycle facilities in the area, nor would the proposed project create a new hazard or substantially
conflict with bicycling, or affect bicycle accessibility to the project site or adjoining areas. Thus, the

proposed project’s impacts to bicycle facilities and circulation would be less than significant.

Pedestrian Impacts

Impact TR-7: The Office Scheme or Residential Scheme would result in a significant impact at the
east crosswalk and southeast corner of the intersection of Fifth/Mission Streets, but otherwise
would not result in substantial overcrowding on public sidewalks, nor create potentially
hazardous conditions for pedestrians, or otherwise substantially interfere with pedestrian

accessibility to the site and adjoining areas. (Less Than Significant with Mitigation)

Proposed Improvements. The proposed project includes a number of pedestrian improvements,

including:
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Closing Mary Street between Minna and Mission Streets to vehicular traffic and providing

a 10-foot-wide sidewalk on the west side of the street.

Realignment of Mary Street between Minna and Natoma Streets to the west to provide for
a pedestrian-only open space area between Building N-2 and Building N-3. Ten-foot-wide

sidewalks would be provided on either side of this segment of Mary Street.

Widening both sides of Natoma Street between Fifth and Mary streets from 6 feet wide on
the north side and 7-feet 6-inches wide on the south side to 8-feet wide on both sides of the
street, west of the proposed egress driveway for trucks and service vehicles exiting

Building H-1.

Widening the west side of Fifth Street between Mission and Howard Streets from 10 feet to
18 feet. The proposed widening would include three recessed commercial loading bays
approximately 60 feet in length. The proposed widening to 18 feet would exceed the

Planning Department’s minimum standard for sidewalks per the Better Streets Plan.

Table IVV.D-15 presents a summary comparison of the existing sidewalk widths adjacent to the
project site to the Better Streets Plan minimum and recommended requirements, and to the proposed

project proposed widths.

As indicated in Table 1VV.D-15, with the proposed project improvements, the sidewalk widths
adjacent to the project site would meet or exceed the minimum sidewalk width requirements of the
Better Streets Plan and Downtown Streetscape Plan (applicable only to Mission and Fifth Streets), but
would meet the Better Streets Plan recommended sidewalk widths on Mission, Fifth, Minna, Natoma

Streets, as well as on Mary Street between Natoma and Mission streets.
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Table IV.D-15: Comparison of Better Streets Plan Sidewalk Width Requirements to
Existing and Proposed Project Sidewalk Dimensions

Better Streets Plan Requirements 2 Proposed
Street Minimum Recommended Existing Project
Mission Street® 10’ 12’ 15’ 15’
Howard Street b¢ 12’ 15’ 11'6” 12’
Fifth Street 12’ 15’ 10’ 18’
Minna Street 6’ 9’ 9’ N/11'S 9’ N/11'S
Natoma Street ¢ 6’ 9’ 6" N/7°6 S 8 N/8'S
Mary St - Howard to Natoma 6’ 9’ 6’ 6’
Mary St - Natoma to Minna 6’ 9 4'6” 10°
Mary St — Minna to Mission © 6’ 9’ 0’ 10’

a  Better Streets Plan minimum and recommended requirements for a commercial street and an alley.

b Mission and Howard streets are within the Downtown Streetscape Plan area, and both streets currently
meet the required sidewalk width of 10 feet.

¢ On Howard Street, adjacent to the project site, the proposed sidewalk width of 12 feet would be
accommodated by recessing Building H-1 by six inches.

d On Natoma Street, adjacent to the project site, the proposed sidewalk width of 8 feet would be for the
segment of Natoma Street west of the proposed egress driveway for trucks and service vehicles exiting
Building H-1 (i.e., between Fifth Street and the proposed egress driveway, the sidewalk width would
remain 7-feet 6-inches).

¢ With the proposed project, Mary Street between Minna and Mission streets would be converted to a
pedestrian-only alley that would be closed to vehicular and bicycle traffic.

N = north; S = south

Source: 5M Project Transportation Impact Study, October 2014.

Demand. Pedestrian trips generated by the proposed project would include walk trips to and from
the project site, and walk trips to and from the local and regional transit operators and the Fifth &
Mission Garage. Pedestrian volumes adjacent to the project site on Mission, Fifth, and Howard Streets
are currently moderate to high, and low on Minna, Natoma, and Mary Streets. The number of
midday and PM peak hour pedestrian trips generated by the Office Scheme (3,242 midday pedestrian
trips and 3,654 PM pedestrian trips) and Residential Scheme (3,156 midday pedestrian trips and 3,702
PM pedestrian trips) would be similar. The Office Scheme would generate slightly more midday peak
hour trips than the Residential Scheme (i.e., 86 more pedestrian trips) and slightly fewer PM peak
hour trips than the Residential Scheme (i.e., 48 fewer pedestrian trips). The pedestrian analysis was
conducted based on the Office Scheme, and the difference of 48 pedestrian trips during the PM peak

hour would not materially change the pedestrian impact analysis.
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Pedestrians would enter and exit the proposed project via the residential and commercial lobbies,
and ground floor retail, on Mission, Fifth, and Howard Streets, and walk to and from the Fifth &
Mission Garage, and would be dispersed throughout the study area, depending upon the origin/
destination of each trip (see Figure 11-20 in Chapter Il, Project Description, for the proposed
pedestrian circulation plan). It is anticipated that a majority of the new pedestrian trips would be to
and from Market Street, and to Union Square via Fifth Street to the north and Mission Street to the
east, and with fewer new project trips on Howard Street and Fifth Street to the south. The proposed
project also includes programming elements such as arts and cultural events, other public events, and
collaborations among businesses and organizations that use the commercial space. In addition to
existing Off the Grid food truck events, which currently occur on the site twice a week, events on the
project site could include outdoor film screenings, night markets, food events, streets fairs or
festivals, lecture series, and theater performances during weekdays and weekends. Typical event,
occurring up to an estimated three times a month, could have attendance of approximately 500 to 750
people, while larger-scale events, occurring up to approximately twice per year, could have
attendance up to 5,000 people. These events would be internal to the project site and would not occur
on the sidewalks on Mission, Fifth, or Howard Streets. Events occurring during the weekday daytime
hours, such as food events, may attract additional walk trips to the project site, and during these
temporary and occasional events, conditions may be slightly more congested than those presented in

the Existing plus Project analysis below.

Tables IV.D-16 and 1VV.D-17 present the results of the pedestrian analyses for Existing plus Project
conditions, for the weekday midday and PM peak hours, respectively. During the midday and PM
peak hours, the addition of new pedestrian trips to the crosswalk and corners at the adjacent
intersections of Fifth/Mission and Fifth/Howard Streets would increase pedestrian crowding at the
study locations (e.g., resulting in LOS operating conditions worsening from LOS A to LOS C);
however, at most study locations pedestrian conditions would continue to be acceptable, with
pedestrian operating conditions at LOS D or better. The exceptions would be at the east crosswalk at
the intersection of Fifth/Mission Streets (PM peak hour), and the southeast corner at the intersection
of Fifth/Mission Streets (midday and PM peak hours), which would operate at LOS E or LOS F under

Existing plus Project conditions.
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Table 1V.D-16: Pedestrian Level of Service — Existing Plus Project Conditions,
Weekday Midday (12:00 to 1:00 p.m.) Peak Hour

Existing Existing Plus Project

Analysis Locations Measure of LOS Measure of LOS
Effectiveness Effectiveness

Sidewalks ped/min/ft ped/min/ft
Mission Street 1.6 B 4.9 C
Fifth Street — North 25 B 7.9 D
Fifth Street — South 1.1 B 6.2 D
Howard Street 0.4 A 1.4 B
Fifth/Mission - Crosswalks sq. ft/ped sq. ft/ped
North 85.7 A 31.0 C
South 66.9 A 31.6 C
East 34.7 C 16.5 D
West 20.0 D 20.5 D
Fifth/Mission - Corners sq. ft/ped sq. ft/ped
Northwest 57.4 B 18.1 D
Northeast 59.8 B 25.0 C
Southwest 29.0 C 29.5 C
Southeast 10.6 E 0.3 F
Fifth/Howard - Crosswalks sq. ft/ped sq. ft/ped
North 96.3 A 21.5 D
South 69.6 A 44.7 B
East 132.4 A 132.4 A
West 74.0 A 54.0 B
Fifth/Howard - Corners sq. ft/ped sq. ft/ped
Northwest 24.6 C 46.4 B
Northeast 260.9 A 128.6 A
Southwest 38.0 C 30.2 C
Southeast 55.1 B 55.1 B
Notes:

Pedestrian conditions operating at LOS E or LOS F highlighted in bold.
Shaded indicates proposed project impact.

Source: 5M Project Transportation Impact Study, October 2014.
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Table 1V.D-17: Pedestrian Level of Service — Existing Plus Project Conditions,
Weekday PM (5:00 to 6:00 p.m.) Peak Hour

Existing Existing Plus Project

Analysis Locations Measure of LOS Measure of LOS
Effectiveness Effectiveness

Sidewalks ped/min/ft ped/min/ft
Mission Street 1.6 B 5.4 C
Fifth Street — North 1.7 B 7.8 D
Fifth Street — South 1.5 B 4.6 C
Howard Street 0.7 B 1.8 B
Fifth/Mission - Crosswalks sq. ft/ped sq. ft/ped
North 99.7 A 31.1 C
South 101.1 A 36.6 B
East 34.3 C 14.6 E
West 15.6 D 16.2 D
Fifth/Mission - Corners sq. ft/ped sq. ft/ped
Northwest 52.5 B 15.9 D
Northeast 65.9 A 24.5 C
Southwest 30.6 C 27.2 C
Southeast 14.8 E 0.6 F
Fifth/Howard - Crosswalks sq. ft/ped sq. ft/ped
North 77.8 A 18.4 D
South 75.6 A 45.1 B
East 84.7 A 84.7 A
West 53.3 B 40.6 B
Fifth/Howard - Corners sq. ft/ped sq. ft/ped
Northwest 18.5 D 37.4 C
Northeast 205.2 A 97.6 A
Southwest 30.6 C 26.2 C
Southeast 46.3 B 46.3 B
Notes:

Pedestrian conditions operating at LOS E or LOS F highlighted in bold.
Shaded indicates proposed project impact.
Source: 5M Project Transportation Impact Study, October 2014.

With the addition of project-generated pedestrian trips to the sidewalks in the project vicinity, the
existing LOS E conditions during the midday and PM peak hours at the southeast corner of the
intersection of Fifth/Mission Streets (i.e., the corner adjacent to the Fifth & Mission Garage) would
worsen to LOS F conditions during both the midday and PM peak hours, and conditions at the east

crosswalk would worsen from LOS C to LOS E during the PM peak hour (during the midday peak
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hour the east crosswalk would operate at LOS D conditions), and would be considered a significant

pedestrian impact.

In the vicinity of project site there are senior pedestrian and pedestrians with disabilities with special
safety considerations that affect their walking experience including reduction in vision, agility,
balance, speed, concentration and strength, difficulties hearing vehicles approaching from behind,
and reduced ability under low light/night conditions. The proposed project would improve
pedestrian circulation adjacent to the project site which would improve pedestrian conditions for
those pedestrians walking adjacent to the project site, including for seniors and persons with
disabilities, by facilitating safe pedestrian circulation and crossings, by providing safe spaces for
pedestrians, and by increasing pedestrian visibility to drivers (examples of project-related pedestrian
improvements include widening of the Fifth Street sidewalk between Mission and Howard Streets,
widening of the west crosswalk across Mission Street, and widening of the Howard Street sidewalk
adjacent to the project site). With the proposed project, the number of pedestrians in the area would
increase, and senior pedestrians and pedestrians with disabilities may be further challenged as they
travel on crosswalks, sidewalks, and corners adjacent to the project site and on nearby streets.
However, because the sidewalks, crosswalks, and pedestrian signal timing meet the required design
standards within the California Manual of Uniform Traffic Control Devicest® and the Americans with
Disabilities Act Accessibility Guidelines®, and because with the addition of the new pedestrian trips and
Mitigation Measure M-TR-7, the overall pedestrian conditions at the analysis locations would
continue to be LOS D, the proposed project’s pedestrian impacts would remain less than significant

with mitigation.

19 California Department of Transportation, California Manual of Uniform Traffic Control Devices, 2012.
Available online at www.dot.ca.gov/hg/traffops/signtech/mutcdsupp/ca_mutcd2012.htm.

2United States Access Board, ADA Accessibility Guidelines (ADAAG), September 2002. Available online at
www.access-board.gov/quidelines-and-standards/buildings-and-sites/about-the-ada-standards/background/
adaag (accessed on July 21, 2014).
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Pedestrian Conflicts at Project Garage Driveways. The proposed project would include two
driveways into the parking garage on Minna Street (one west of Fifth Street, and one west of Mary
Street) and one driveway on Howard Street. Therefore, the number of vehicles crossing the sidewalks
on Minna and Howard Streets would increase over Existing conditions. While this increase would be
noticeable, it would not represent a substantial increase in conflicts with pedestrians, as vehicles
exiting a garage are an expected occurrence in the project vicinity. In order to reduce the possibility of
pedestrian-vehicle conflicts at project driveways, the Design for Development includes requirement
for 10-foot sight triangles, with a vertical clearance of 15 feet, at all vehicular egress points. The sight
triangle would ensure that visibility would be provided between drivers of outbound vehicles and
pedestrians approaching the driveway from the right, as viewed by the outbound driver. Drivers
would already have visibility of pedestrians approaching from the left because both project
driveways would have dual-lane driveways, so provision of a sight triangle is only necessary on the
right. This driveway design would provide visibility between outbound vehicle drivers and
approaching pedestrians in both directions from within the garage opening, before the outbound
vehicle begins to cross the property line; this would ensure that outbound vehicles do not block or
strike approaching pedestrians. Furthermore, with this design, pedestrian warning buzzers and lights

should not be required, although these warning features could be installed later if necessary.

As a mitigation measure to mitigate significant pedestrian impacts at the southeast corner and east
crosswalk of the intersection of Fifth/Mission, the Fifth Street sidewalk could be widened between
Mission and Minna Streets to increase the total space available for circulation and queuing at the

intersection corner, and the crosswalk across Mission Street at this corner could be widened.

Mitigation Measure M-TR-7: Widen the east sidewalk on Fifth Street between Minna and

Mission Streets and widen the east crosswalk at the intersection of Fifth/Mission Streets.

The project sponsor shall financially compensate the SFMTA for the cost of service to design

and implement the following:
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A sidewalk extension of the east sidewalk on Fifth Street between Minna and Mission

Streets by 10 to 15 feet.

Restriping and widening of the east crosswalk at the intersection of Fifth/Mission Streets to

25 feet.
Traffic and pedestrian signal upgrades at the intersection of Fifth/Mission Streets.

Restriping of the Minna Street travel lanes between Fifth Street and the garage entrances to

provide for additional vehicle queuing on Minna Street.

New and more visible “MINNA STREET GARAGE ENTRANCE” and “GARAGE FULL”

signs at the Fifth and Mission Garage.

The amount and schedule for payment and commitment shall be set forth in the Mitigation

Monitoring and Reporting Program.

Sidewalk widening of a minimum of 10 to 15 feet on Fifth Street would improve corner operating
conditions during the midday and PM peak hours from LOS F to LOS D conditions, and impacts
would be reduced to less-than-significant levels. With implementation of the sidewalk widening of
Fifth Street between Mission and Minna Streets, the east crosswalk could be widened to 25 feet to
increase the total space available for pedestrians crossing the street. With widening of the crosswalk,
the pedestrian operating conditions during both the midday and PM peak hours would improve to

LOS C.

Sidewalk widening would require removal of the northbound right turn lane between Mission and
Minna Streets, which would reduce the length of the queuing lane into the Mission Street entry into
the Fifth and Mission Garage by about 170 feet, the distance between Mission and Minna Streets. The
northbound curb lane on Fifth Street between Howard and Mission Streets has been used for queuing
of vehicles accessing the garage during the peak holiday shopping season, particularly on days that
coincide with events at the Moscone Center (e.g., the day after Thanksgiving and the International
Auto show - in 2013 the auto show took place between November 28 and December 2). However,

since implementation in 2013 of the Bay Area Bike Share station within the curb lane of Fifth Street at
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Howard Street, the queuing into the garage during these peak garage demand periods in the segment
of Fifth Street between Howard and Minna Streets occurs partially within one of the two northbound
travel lanes (i.e., within the travel lane closest to the curb), while on the segment of Fifth Street

between Minna and Mission Streets occurs within the right-turn-only lane.

During non-holiday shopping season days, the removal of the right-turn-only lane would require
that right turns occur from the adjacent travel lane, which would increase vehicle delays on the
northbound approach, however; during typical weekday PM peak hour conditions, with the shared
through/right lane, the northbound approach would operate at LOS B, similar to Existing plus Project
conditions, and traffic and transit impacts of the reconfiguration would be less than significant. With
the removal of the right-turn-only lane, the existing bicycle conflicts between vehicles turning into the
right-turn-only lane and bicyclists traveling northbound on Fifth Street between Minna and Mission
Streets would be eliminated. However, the removal of the right-turn-only lane and associated
increase in vehicle delays may result in bicyclists changing travel lanes to continue northbound on
Fifth Street, which may result in a minor increase in vehicle-bicycle conflicts. The increased potential
for conflicts between vehicles and bicyclists sharing the travel lane would not be to a level that would
adversely affect bicycle travel on Fifth Street, or create a new hazard, and for these reasons impacts to

bicyclists would be less than significant.

During the peak holiday shopping season queuing for access into the garage between Mission and
Minna streets would occur on the adjacent travel lane, as it currently occurs on the segment of Fifth
Street between Minna and Howard streets. The relocation of the queue from the existing right-turn-
only lane to the adjacent travel lane may increase vehicle and transit delays on Fifth Street, however,

vehicle and transit delays would not increase substantially over existing conditions for the following

reasons:
Vehicles accessing the garage on the segment of Fifth Street between Howard and Minna
Streets currently queue within one of the two travel lanes, and the queue within this lane
currently constrains vehicles accessing Fifth Street from Howard Street westbound and
from Fifth Street south of Howard Street. Removal of the right-turn-only lane would
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continue this queue for the segment of Fifth Street between Minna and Mission Streets, and
would not substantially change the number of vehicle that could access Fifth Street from

Howard Street westbound or Fifth Street south of Howard Street.

In order to bypass the existing queue on the segment of Fifth Street between Howard and
Minna Streets, Muni buses currently travel within the travel lane adjacent to the queue, and
with the proposed reconfiguration would continue within the travel lane adjacent to the

gueue in the segment between Minna and Mission Streets.

The mitigation measure includes restriping of Minna Street at the approach to the
entrances of the garage, which would increase queuing capacity on Minna Street, and

would encourage use of the Minna Street entrance for vehicles traveling on Fifth Street.

Additional measures such as traffic and pedestrian signal upgrades at the intersection of
Fifth/Mission Streets would optimize signal operations, and new and visible “MINNA
STREET GARAGE ENTRANCE” and “GARAGE FULL” signs would encourage drivers to

seek parking elsewhere rather than queue for access into the Fifth and Mission Garage.

The crosswalk and sidewalk widening identified in Mitigation Measure M-TR-7 would reduce the
proposed project impacts on pedestrians at the east crosswalk and southeast corner of the intersection
of Fifth/Mission Streets to a less than significant level, and would not result in secondary impacts to
traffic, transit, bicyclists or pedestrians, and therefore, proposed project impacts on pedestrians at this

location would be less than significant with mitigation.

While the proposed project’s impact related to sidewalk conditions adjacent to the project site on
Mission Street would be less than significant, Improvement Measure I-TR-B: Installation of Eyebolts,

may be recommended for consideration by City decision-makers to reduce sidewalk clutter.
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Improvement Measure I-TR-B: Installation of Eyebolts

As an improvement measure to reduce pole clutter and to support the overhead wire system
on Mission Street, the project sponsor could review with SFMTA whether it would be

appropriate to install eyebolts in the new buildings.

Improvement Measure I-TR-B would further reduce the proposed project’s less-than-significant
transit impacts related to sidewalk conditions adjacent to the project site, and would not result in any

secondary transportation-related impacts.

Loading Impacts

Impact TR-8: The loading demand of the Office Scheme or Residential Scheme would be
accommodated within the existing and proposed on-street and off-street loading spaces, and
would not create potentially hazardous conditions or significant delays for traffic, transit,

bicyclists or pedestrians. (Less Than Significant)

Loading Space Supply. The supply of loading facilities would be specified in the Design for
Development. The proposed project would provide five at-grade and eight below-grade loading spaces,

for a total of 13 off-street loading spaces located throughout the project site.

One off-street loading space each would be provided within Building N-1 and Building N-
2, with access from Minna Street. Each space would be 88 feet in length and 15 feet in
width, with a vertical clearance of 14 feet. The loading spaces would be positioned
diagonally, so that trucks would be able to back into the space from westbound Minna

Street, and the curb cut for each loading spaces would be 25 feet in width.

Three off-street loading space would be provided in the H-1 Building. Trucks would access
the loading area via a shared driveway into the parking garage on Howard Street (with a
driveway width of 30 feet), and would exit the loading area onto Natoma Street via a 20-
foot wide driveway. The loading area would be 110 feet in length, and 47 feet in width,

which would allow for trucks to maneuver within the loading area.
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Eight service vehicle loading spaces would be provided within the first below-grade level
of the garage. Two of the service vehicle loading spaces would be located in the portion of
the garage below Building N-2, and six service vehicle loading spaces would be provided
in the portion of the garage below Building H-1. Each service vehicle loading space would
be 8 feet by 20 feet. The first below-grade garage level would have a vertical clearance of 8
feet 2 inches. The service vehicle loading spaces would be accessed via the driveways on
Minna and Howard Streets, which would have adequate clearance to accommodate service

vehicles.

The Design for Development also includes requirements for sharing of on-site loading facilities, as well

as management and scheduling of deliveries over a 12-hour period.

In addition to the 13 off-street loading spaces described above, the project sponsor would also request
that the curb currently allocated to driveways and parking spaces be designated as commercial
loading spaces and passenger loading/unloading zones. The proposed changes need to be approved
at a public hearing through the SFMTA. In total, adjacent to the project site on Mission, Fifth,
Howard, Minna and Natoma streets there would be 18 commercial loading spaces (four on Mission
Street, nine on Fifth Street, three on Howard Street, and two on Minna Street), and three passenger
loading/unloading zones (two on Mission Street and one on Howard Street). The proposed
commercial loading spaces and passenger loading/unloading zones would result in the elimination of
31 existing standard metered parking spaces (three spaces on Mission Street, six spaces on Fifth
Street, two spaces on Howard Street, six spaces on Minna Street, and 14 spaces on Natoma Street) and

16 motorcycle parking spaces.

On Mission Street the project sponsor would request that the three existing metered
parking spaces and existing driveway adjacent to the project site (a distance of about 110
feet) be designated as two metered commercial loading spaces and a passenger loading
zone (i.e., adjacent to Building M-2). This would result in an elimination of three standard

metered parking spaces. The two existing metered commercial loading spaces and
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passenger loading/unloading zone to the west of the existing bus stop between Fifth and

Mary Streets (adjacent to Building M-1) would remain.

On Fifth Street, between Mission and Minna Streets, the proposed project would widen the
sidewalk from 10 feet to 18 feet, and a recessed commercial loading bay, approximately 60

feet in length (accommodating up to three trucks) would be provided.

On Fifth Street, between Minna and Natoma Streets, the proposed project would widen the
sidewalk from 10 feet to 18 feet, and a recessed commercial loading bay, approximately 60

feet in length (accommodating up to three trucks) would be provided.

On Fifth Street, between Natoma and Howard Streets, the proposed project would widen
the sidewalk from 10 feet to 18 feet, and a recessed commercial loading bay, approximately

60 feet in length (accommodating up to three trucks) would be provided.

On Howard Street, the project sponsor would request that two of the four existing standard
metered parking spaces be designated as a passenger loading/unloading zone. This would
result in an elimination of two standard metered parking spaces. The three existing
metered commercial loading spaces between Fifth and Mary Streets (with one located

adjacent to the project site) would remain.

On Minna Street six one-hour parking spaces on the north side of Minna Street west of the
existing Mary Street would be eliminated, and would be replaced by the Building M-2

driveway and two proposed commercial loading spaces adjacent to Building M-2.

Loading Demand. As indicated in Table I1VV.D-9, the proposed project would generate about 309
deliveries/service vehicle trips per day on weekdays, which would result in a demand for 13 loading
spaces during the peak hour of loading activities, and 11 spaces during the average hour of loading

activities.

The Office Scheme would generate more daily truck trips and would have a greater loading space
demand than the Residential Scheme. The Office Scheme would generate about 278 truck trips per

day, while the Residential Scheme would generate 228 truck trips per day. These daily truck trips
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correspond to a demand during the peak hour of loading activities for 12 loading spaces for the
Office Scheme, and 10 loading spaces for the Residential Scheme. This loading space demand
assumes that on-site loading facilities would be shared, and deliveries would be managed and

scheduled over a 12-hour period in order to ensure that use of on-site facilities would be maximized.

The majority of the loading demand would be accommodated within the five off-street truck loading
spaces at street-level, and the eight service vehicle loading spaces within the first below-grade level of
the proposed parking garage (total of 13 loading spaces). In addition, it is anticipated that the project
loading demand would be accommodated within the existing and proposed on-street commercial
loading spaces, and deliveries would be carted between the commercial loading spaces and the
proposed project buildings. The request for the additional on-street commercial loading spaces (i.e.,
an increase from 10 to 18 commercial loading spaces) would be to facilitate delivery trips to the
residential uses and the ground floor retail and restaurant uses that would not utilize the on-site
loading facilities. Because on-street commercial loading spaces are shared among numerous
establishments in the area, provision of a large number of commercial loading spaces would ensure
that spaces are available to accommodate the loading demand in the vicinity of the ground-floor
retail and restaurant uses, and residential lobbies, and that loading/unloading activities do not result
in double parking within vehicular and transit lanes on Mission and Fifth Streets, or within the

existing bicycle lane on Howard Street.

Truck Access into On-Site Loading Facilities. Trucks accessing the two on-site loading spaces within
Building N-1 and Building N-2 would access Minna Street from southbound Fifth Street. Left turns
from northbound Fifth Street onto westbound Minna Street would not be permitted with the
proposed project. Trucks would pull in westbound onto Minna Street and back into the loading
spaces, which are positioned diagonally to accommodate the truck turning maneuvers. Trucks
leaving the loading spaces within Building N-1 and Building N-2 would continue on westbound

Minna Street to Sixth Street.
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Trucks accessing the three on-site loading spaces within Buildings H-1 and H-2 would access the
loading pass-through from Howard Street westbound, and back into the loading spaces. Trucks
leaving the loading spaces would turn right onto Natoma Street eastbound and continue right or left
onto Fifth Street. As noted above, deliveries utilizing the on-site loading facilities would be managed
and scheduled, and deliveries with large trucks would be scheduled to occur during the early

morning hours when pedestrian volumes on Fifth Street are lower.

Passenger Loading/Unloading Activities. Passenger loading/unloading activities for the proposed
uses would be accommodated within the existing passenger loading/unloading zones adjacent to the
project site on Mission Street between Fifth and Mary Streets, which would be maintained as part of
the proposed project, and within an additional proposed passenger loading/unloading zone on
Mission Street adjacent to Building M-2, and within a new passenger loading/unloading zone on
Howard Street. The passenger loading/unloading zones would need to be approved at a public

hearing through the SFMTA.

Move-In and Move-out Activities. Residential move-in and move-out activities, and large furniture
deliveries, are anticipated to occur within the proposed on-street commercial loading spaces on
Mission Street and on Minna Street (west of Mary Street) adjacent to the Building M-2, and on Fifth
Street adjacent to the Building N-1 and Building H-1. In addition, moving trucks 40 feet or less in
length could be accommodated within the proposed on-site loading space in Building H-1. The
proposed project includes scheduling and coordinating move-in and move-out operations through
building management. Curb parking on Mission, Fifth, and Minna Streets for moving trucks and

vans would need to be reserved through SFMTA.
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Trash/Recycling/Compost Pick-up. The proposed project would contain trash and recycling chutes.2
All garbage and recycling facilities would be placed fully within the building and would not be
visible from the public right-of-way. A trash and recycling storage areas would be located within
each building, which would be accessed via Minna or Natoma Streets, or from within the off-street
loading areas. Because the proposed project would provide off-street loading that would be
managed, would utilize existing on-street commercial loading spaces and request new on-street
commercial loading spaces, which, when combined, would accommodate the project-generated

demand, loading impacts would be less than significant.

While the proposed project’s impacts related to freight truck loading/unloading operations would be
less than significant, Improvement Measure I-TR-C: Driveway and Loading Operations Plan, may be
recommended for consideration by City decision makers to further reduce the proposed project’s
less-than-significant impacts related to potential conflicts between project-generated loading/

unloading activities and pedestrians, transit, bicyclists, and autos.

Improvement Measure I-TR-C: Driveway and Loading Operations Plan (DLOP)

As an improvement measure to reduce potential conflicts between driveway operations,
including loading activities, and pedestrians, bicycles and vehicles on Howard and Minna
Streets, the project sponsor could prepare a DLOP, and submit the plan for review and
approval by the Planning Department and the SFMTA. As appropriate, the DLOP could be
periodically reviewed by the sponsor, the Planning Department and SFMTA and revised if

feasible to more appropriately respond to changes in street or circulation conditions.

2 The proposed project would comply with San Francisco Green Building Requirements for solid waste
by providing space for recycling, composting, and trash storage, collection and loading that is convenient for all
users of the building.
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The DLOP would include a set of guideline related to the operation of the Howard Street and Minna
Street driveways into the loading facilities, large truck curbside access guidelines, and would specify
driveway attendant responsibilities to ensure that truck queuing and/or substantial conflicts between

project-generated loading/unloading activities and pedestrians, bicyclists, transit and autos.

A draft Driveway and Loading Operations Plan is included the 5M Project Transportation Impact

Study.

Implementation of Improvement Measure I-TR-C would reduce the potential for conflicts between
project-generated loading/unloading activities and pedestrians, bicyclists, transit and autos, and

would not result in any secondary transportation-related impacts.

Emergency Vehicle Access Impacts

Impact TR-9: The Office Scheme or Residential Scheme would not result in significant impacts on

emergency vehicle access. (Less Than Significant)

Emergency access to the project site would remain mostly unchanged from Existing conditions.
Emergency service providers would continue to be able to pull up to the project site via Mission,
Fifth, and Howard Streets. In addition, access would continue to be provided via Minna and Natoma
Streets, similar to existing conditions. The curb-to-curb width of Minna Street (20 feet) and Natoma
Street (19 feet) would meet the Better Streets Plan guidelines of a 14-foot wide clearance for emergency
vehicles for a one-way street.22 Smaller emergency vehicle providers would also be able to access
Minna and Natoma Streets from Howard Streets via Mary Street; however, larger emergency vehicles
would need to utilize Minna and Natoma Streets due to the tight turns required with the realignment
of Mary Street and general narrow Mary Street roadway right-of-way (i.e., 15 feet). For these reasons,

the proposed project would not inhibit emergency vehicle access to the project site and nearby

2 City and County of San Francisco, Better Streets Plan, Policies and Guidelines for the Pedestrian Realm, Final
Plan. December 2010, page 155.
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vicinity; therefore, the proposed project’s impacts related to emergency vehicle access would be less

than significant.

Construction Impacts

Impact TR-10: Construction of the Office Scheme or Residential Scheme project would result in
disruption of nearby streets, transit service, and pedestrian and bicycle circulation. (Significant

and Unavoidable with Mitigation)

The construction impact assessment is based on currently available information from the project
sponsor, and professional knowledge of typical construction practices citywide. Prior to construction,
as part of the construction application phase, the project sponsor and construction contractor(s)
would be required to meet with DPW and SFMTA staff to develop and review truck routing plans for
demolition, disposal of excavated materials, materials delivery and storage, as well as staging for
construction vehicles. The construction contractor would be required to meet the City of San
Francisco’s Regulations for Working in San Francisco Streets, (the Blue Book), including those regarding
sidewalk and lane closures, and would meet with SFMTA staff to determine if any special traffic
permits would be required.2® Prior to construction, the project contractor would coordinate with
Muni’s Street Operations and Special Events Office to coordinate construction activities and reduce
any impacts to transit operations. In addition to the regulations in the Blue Book, the contractor

would be responsible for complying with all City, State and federal codes, rules and regulations.

The project sponsor indicates that project phasing would be dictated by the market and demand for
space, and would likely consist of concurrent construction of multiple buildings. Although there is no
specific project phasing scheme, for purposes of environmental review, the proposed project is
analyzed as two overlapping illustrative phases, as described in Chapter I, Project Description.

Construction of the proposed project would begin in 2016, and extend over approximately eight

2 The SFMTA Blue Book, 7th Edition, is available online through SFMTA (www.sfmta.com).
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years. However, depending on tenant demand and related factors, the project sponsor may proceed

with construction of the proposed project in a single phase.

It is anticipated that construction of individual buildings would take approximately 24 months.
Detailed plans for construction activities have not yet been developed, but based on building

construction of similar size, there would be three partially overlapping construction activity stages:
Stage 1 — Demolition
Stage 2 — Excavation and backfill

Stage 3 — Major construction

Construction-related activities would typically occur Monday through Friday, between 7:00 a.m. and
4:00 p.m. Construction is not anticipated to occur on Saturdays, Sundays or major legal holidays, but
may occur on an as-needed basis. The hours of construction would be stipulated by the Department
of Building Inspection, and the contractor would need to comply with the San Francisco Noise
Ordinance and the Blue Book, including requirements to avoid peak hour construction activities on

adjacent streets and coordinate with major events at the Moscone Center. %

During demolition, construction staging would occur primarily within the project site on parcels
containing surface parking lots (e.g., during construction of Buildings M-1 and M-2, construction
staging would occur on the N-1 and N-2 parcels), and potentially on the adjacent sidewalks on
Mission, Fifth, and Howard Streets for a portion or entire construction duration, and adjacent
sidewalks and curb lanes may need to be closed for extended periods. As determined appropriate,

temporary pedestrian walkways within the sidewalk or curb lane would be provided.

2 The San Francisco Noise Ordinance permits construction activities seven days a week, between 7:00
a.m. and 8:00 p.m.
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As part of the construction application phase, DPW and SFMTA would determine whether the truck
staging zone would be permitted on Mission, Fifth, or Howard Streets during the PM peak period
when tow-away restrictions are in place. If it is determined that temporary traffic lane closures on
Mission, Fifth, or Howard Streets would be needed, the closures would be coordinated with the City
in order to minimize the impacts on local traffic and transit, and include requirements for signage for
pedestrian, bicycle and vehicular detours. It is anticipated that construction activities would require
temporary closure of Minna and Natoma Streets, and impacts to traffic and pedestrians would be
likely. Lane and sidewalk closures or diversions are subject to review and approval by the City’s
Transportation Advisory Staff Committee (TASC), which consists of representatives from the Fire

Department, Police Department, SFMTA Traffic Engineering Division, and DPW.

Support poles for Muni’s overhead wires are located adjacent to the project site on Mission Street,
and wires are attached via eyebolts to the existing Chronicle Building. During the construction period
the pole supporting the overhead wire system on Mission Street would need to be maintained, and
this effort would be coordinated with Muni’s Overhead Lines Department. It is not known if
construction activities would affect the existing bus stop and bus shelter adjacent to the project site on
Mission Street at the eastbound approach to Fifth Street, as construction activities at the Chronicle
Building site would include renovation of the interior. If construction activities require bus stop

relocation, the plans for relocation would need to be reviewed and approved by SFMTA.

During the construction period, there would be a flow of construction-related trucks into and out of
the site. The impact of construction truck traffic would be a temporary lessening of the capacities of
streets due to the slower movement and larger turning radii of trucks, which may affect both traffic
and Muni operations. It is anticipated that a majority of the construction-related truck traffic would
use 1-80/U.S. 101, Third Street and Fourth Street to travel to and from the project site. To access the
project site from 1-80/U.S. 101, trucks would use the nearby off-ramps at Fremont and First Streets
and Fifth/Harrison Streets, and travel on Third Street Howard Streets to the project site. To return to
1-80/U.S. 101, trucks would continue access Fourth Street to access the on-ramps at First/Harrison or

Fourth/Harrison Streets.
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There would be an average of about 200 construction workers per day at the project site, with a
greater number during peak periods of construction. The trip distribution and mode split of
construction workers are not known. In San Francisco, some construction workers use transit or
carpool to the site, particularly when located downtown, to reduce traffic and parking problems
during construction. However, it is anticipated that the addition of the worker-related vehicle- or
transit-trips would not substantially affect transportation conditions, as any impacts on local
intersections or the transit network would be similar to, or less than, those associated with the
proposed project and would be temporary in nature. Construction workers who drive to the site
would cause a temporary parking demand. Since the nearby parking facilities, such as the Fifth &
Mission Garage, currently have availability during the day, it is anticipated that construction worker
parking demand could be accommodated without substantially affecting areawide parking

conditions.

It is anticipated that concurrent construction of multiple buildings at the project site over the eight-
year buildout period would overlap with the construction activity of other projects in the area,
notably the 706 Mission Street building on Third Street between Mission and Market Streets, the 250
Fourth Street building on Fourth Street between Howard and Folsom Streets, the proposed Moscone
Center Expansion on the block bounded by Third, Fourth, Howard and Mission Streets, the ongoing
construction of the Central Subway on Fourth Street (which is anticipated to continue through 2017)
and the construction of the Central Subway Moscone Station on Fourth Street between Clementina
Street and Folsom Street (anticipated to occur between 2013 and 2017), as well as other future
development projects in the area.?® The expansion of the San Francisco Museum of Modern Art

(SFMOMA) on Third Street between Howard and Mission Streets is currently under construction, but

% Tunneling, via a Tunnel Boring Machine (TMB) would be used for the majority of Central Subway
construction on Fourth Street. The only visible tunneling activity will occur at the portal construction location on
Fourth Street between Bryant and Harrison Streets, and at the excavation site on Columbus Avenue at Union
Street. Construction of the Central Subway along Fourth Street would therefore not involve substantial closure of
travel lanes, or significant reroutes of traffic. Increased truck activity to remove excavated materials would occur
at the portal construction location on Fourth Street between Bryant and Harrison Streets.
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is slated to be completed by early 2016, and therefore is not anticipated to overlap with construction
activity of the proposed project. The construction activities associated with overlapping projects, and
particularly the construction of the Central Subway Moscone Station, would affect access, traffic
operations and pedestrian movements. It is anticipated that the construction manager for each project
would be required to work with the various departments of the City to develop a detailed and
coordinated plan that would address construction vehicle routing, traffic control and pedestrian
movement adjacent to the construction area for the duration of the overlap in construction activity.
Therefore, given the concurrent construction of multiple buildings on the project site, expected
intensity, and the prolonged construction period, and likely impacts to traffic, transit, and pedestrian
and bicycle circulation, construction of the proposed project would result in significant construction-

related transportation impacts.
Mitigation Measure M-TR-10 would ensure the maximum degree of coordination between project
sponsor/construction managers and agencies to minimize potential conflicts between construction

activities and pedestrians, transit, and autos.

Mitigation Measure M-TR-10: Construction Measures

Construction Coordination — To reduce potential conflicts between construction activities and

pedestrians, bicyclists, transit and vehicles at the project site, the contractor shall prepare a
Construction Management Plan for the project construction period. The project sponsor/
construction contractor(s) shall also meet with DPW, SFMTA, the Fire Department, Muni
Operations and other City agencies to coordinate feasible measures to reduce traffic congestion,
including temporary transit stop relocations (not anticipated, but if determined necessary) and
other measures to reduce potential traffic, bicycle, and transit disruption and pedestrian
circulation effects during construction of the proposed project. This review shall consider other
ongoing construction in the project area, such as construction of the nearby Central Subway
Moscone Station. As part of this effort, alternate construction staging locations shall be

identified and assessed.
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Carpool and Transit Access for Construction Workers — To minimize parking demand and

vehicle trips associated with construction workers, the construction contractor shall include
methods to encourage carpooling and transit access to the project site by construction workers

in the Construction Management Plan.

Construction Truck Traffic Management — To minimize construction traffic impacts on Mission,
Fifth, and Howard Streets, and on pedestrian, transit, bicycle and traffic operations, the
construction contractor shall be required to retain traffic control officers during peak

construction periods.

Project Construction Updates for Adjacent Businesses and Residents — To minimize

construction impacts on access to nearby institutions and businesses, the project sponsor shall
provide nearby residences and adjacent businesses with regularly-updated information
regarding project construction, including construction activities, peak construction vehicle
activities (e.g., concrete pours), travel lane closures, parking lane and sidewalk closures. A
regular email notice shall be distributed by project sponsor that would provide current
construction information of interest to neighbors, as well as contact information for specific

construction inquiries or concerns.

Mitigation Measure M-TR-10 would minimize the proposed project’s impacts related to
construction-related transportation impacts. Implementation of this mitigation measure would not
result in any secondary transportation-related impacts. However, construction activities would likely
result in disruption and to traffic, transit, pedestrians and bicyclists for a prolonged period.
Therefore, the proposed project’s construction-related transportation impacts would remain

significant and unavoidable.
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Parking Conditions

As discussed in Summary, SB 743 amended CEQA by adding Public Resources Code Section 21099
regarding the analysis of parking impacts for certain urban infill projects in transit priority areas.2
Public Resources Code Section 21099(d), effective January 1, 2014, provides that “parking impacts of a
residential, mixed-use residential, or employment center project on an infill site located within a transit
priority area shall not be considered significant impacts on the environment.” The proposed project
meets each of the above three criteria: it is in a transit priority area because of its location within %
mile of a major transit stop; it is an infill site because it is located on a previously developed site in an
urban area; and it is an employment center because it would be an expansion of existing commercial
support uses, located in a transit priority area on a site already developed and zoned for commercial
uses. Thus, this EIR does not consider adequacy of parking in determining the significance of project
impacts under CEQA. However, the Planning Department acknowledges that parking conditions
may be of interest to the public and the decision makers. Therefore, a parking demand analysis is
presented for informational purposes and considers secondary physical impacts associated with
constrained supply (e.g., queuing by drivers waiting for scarce onsite parking spaces that affects the

public right-of-way).

Proposed Project Parking Supply. The project site currently contains surface parking lots across 12
parcels with a total of approximately 256 parking spaces accessed from Mission, Minna, Mary,
Natoma, Howard, and Fifth Streets. The existing surface parking lots would be eliminated and the

space would be developed with the proposed project.

% A “transit priority area” is defined as an area within % mile of an existing or planned major transit stop.
A “major transit stop” is defined in California Public Resources Code Section 21064.3 as a rail transit station, a
ferry terminal served by either a bus or rail transit service, or the intersection of two or more major bus routes
with a frequency of service interval of 15 minutes or less during the morning and afternoon peak commute
periods. A map of San Francisco’s Transit Priority Areas is available online at: sfmea.sfplanning.org/
Map%200f%20San%20Francisco%20Transit%20Priority%20Areas.pdf.
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The proposed project would provide a maximum of 663 spaces in a subterranean parking garage
under the Office Scheme and 756 spaces under the Residential Scheme. The total number of parking
spaces would be limited to the maximum amount cumulatively permitted under the SUD, and is
consistent with existing Planning Code permitted controls for the C-3 district. Parking would be
shared by all buildings on the site, in accordance with accessory parking controls proposed in the
SUD.?” The proposed project would provide ADA parking spaces consistent with the requirements in
the Planning Code (i.e., one space of every 25 spaces). In addition to the 663 and 756 vehicle parking
spaces for the proposed land uses for the Office Scheme and Residential Scheme, respectively, the
Office Scheme would provide 12 carshare parking spaces while the Residential Scheme would

provide 11 carshare parking spaces.

The driveway on Minna Street into Building M-2 would be 22 feet wide, and the ramp
would have a 15 percent grade. In addition, the subterranean parking levels under
Building M-2 would provide access to parking spaces that would be provided in the
existing one-floor basement of Building M-1 (Chronicle Building) through a connection
between the two structures under Mary Street. Parking for the Chronicle Building would

be provided in the existing basement of the Chronicle Building and beneath Building M-2.

The driveway on Minna Street into Building N-1 would be 27 feet wide (two 11-foot wide
travel lanes, plus a 5-foot wide bicycle lane in the outbound direction), and the ramp

would have a 12 percent grade.

The driveway on Howard Street into Building H-1 would be 30 feet wide, and the ramp to

the below-grade level would have a 12 percent grade.

27 As part of project approvals, the Planning Commission would consider adoption of a special use district,
the Fifth and Mission SUD, which would be coterminous with the project site. The SUD would address inconsist-
encies with current Planning Code provisions and would include a companion D4D document that would also be
considered for approval by the Planning Commission. The D4D document would articulate in greater detail the
design of project in order to regulate the physical characteristics of proposed development on the site and would
be required if the project would not otherwise be subject to existing Planning Code controls (or to provide detail
not in the SUD). The SUD and D4D document would establish project-wide parking requirements and limitations
that permit basement parking to be shared by all project buildings. The Proposed Project would include
approximately 888 vehicle parking spaces (632 net new spaces) within the shared subterranean parking area.
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The two main parking areas (beneath Buildings M-1/M-2 and Buildings N-1/H-1/H-2) are proposed
to be connected through expansion of an existing subterranean connection between the Chronicle and
Examiner Buildings. The below-grade level would have a minimum vertical clearance of 8 feet 2

inches.

Implementation of the proposed project would result in elimination of 31 on-street parking spaces
due to realignment of Mary Street to the west, creation of shared streets, sidewalk widening on Fifth
Street, and implementation of proposed on-street commercial loading and passenger loading/
unloading zones. The elimination of the 31 on-street parking spaces would be as follows: three spaces
on Mission Street, six spaces on Fifth Street, two spaces on Howard Street, six spaces on Minna Street,
and 14 spaces on Natoma Street. In addition, the 16 motorcycle parking spaces on Fifth Street

between Mission and Howard streets would be eliminated.

As presented in Table 1VV.D-10, the Office Scheme would generate a total midday parking demand
for about 2,177 spaces, of which 1,746 spaces would be for long-term parking demand and 431 spaces
for short-term parking demand. The overnight parking demand associated with the residential units

for the Office Scheme would be 1,111 long-term parking spaces.

The Residential Scheme would generate a total midday parking demand for about 2,183 spaces, of
which 1,793 spaces would be for long-term parking demand and 390 spaces for short-term parking
demand. Parking demand associated with the residential uses would comprise the greatest
proportion of the parking demand (i.e., 1,176 of the 2,304 space parking demand, or 51 percent of the
total demand). The overnight parking demand associated with the residential units for the

Residential Scheme would be 1,470 long-term parking spaces.

The parking assessment was conducted for overnight and midday conditions, which are summarized
in Table IVV.D-18. The proposed project would not include the provision of valet parking for the
restaurant uses. However, if valet operations are determined to be desired at a later date, the
restaurant operator would need to apply for valet parking permits, which are issued by the San

Francisco Police Department.
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Table 1V.D-18: Proposed Project Parking Supply and Demand Comparisons

Project Schemes/Analysis Period | Supply | Demand? | (Shortfall)

Office Scheme/ Midday Conditions

Residential 457 889 (432)

Non-Residential 206 1,288 (1,082)
Subtotal 663 2,177 (1,514)

Overnight Conditions

Residential 457 1,111 | (654)

Residential Scheme/Midday Conditions

Residential 605 1,176 (571)
Non-Residential 151 1,007 (856)
Subtotal 756 2,183 (1,427)

Overnight Conditions

Residential 605 1,470 | (802)

a Short-term and long-term demand associated with proposed office, retail, and restaurant uses.
Source: 5M Project Transportation Impact Study, October 2014.

Overnight Conditions. The long-term residential parking demand generally occurs during the
overnight hours. Under the Office Scheme, the residential demand of 1,111 spaces would not be
accommodated within the residential parking supply of 457 parking spaces, which would result in a
shortfall of 654 spaces, while under the Residential Scheme, the residential demand of 1,407 spaces
would not be accommodated within the residential parking supply of 605 spaces, which would result
in a shortfall of 802 parking spaces. Under both schemes, a portion of the overnight parking shortfall
could be accommodated within the non-residential component of the proposed project garage, and a
portion would need to be accommodated on-street and/or in other nearby garages, such as the Fifth &
Mission Garage. The Fifth & Mission Garage is located across the street to the east of the project site
and contains 2,585 parking spaces. It is open 24-hours a day, and existing overnight occupancy is
about 10 to 20 percent. The overnight parking shortfall would therefore, be accommodated within the

on-site and nearby public parking facilities.

Midday Conditions. For weekday midday conditions, the overall parking demand of 2,177 spaces for
the Office Scheme would not be accommodated within the total parking supply of 663 parking

spaces, which would result in a shortfall of 1,514 spaces, while the overall parking demand of 2,183
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spaces for the Residential Scheme would not be accommodated within the total parking supply of 756

spaces, which would result in a shortfall of 1,427 parking spaces.

The parking shortfall could be accommodated within the Fifth & Mission Garage on most weekdays,
as weekday midday occupancy ranges between 40 and 60 percent, and, at 60 percent occupancy (i.e.,
about 1,552 of 2,586 spaces occupied, and 1,034 spaces available). The Fifth & Mission Garage would
be able to accommodate much of the proposed project shortfall of 1,514 spaces for the Office Scheme
and 1,427 spaces for the Residential Scheme, which would increase the overall occupancy of the Fifth
& Mission Garage from 60 percent to more than 100 percent. However, it is not anticipated that
visitors to the proposed project would only park at the Fifth & Mission Garage; other parking
facilities in the study area, such as the Jessie Square Garage, also have availability during the

weekday midday period.

As noted above, the proposed project would result in elimination of 31 metered and unmetered
parking spaces. The displaced demand would need to be accommodated on-street elsewhere on
Mission, Fifth, Howard, Minna and Natoma Streets in the vicinity of the project site, or off-street
within the Fifth & Mission Garage. Standard on-street parking spaces are generally well occupied
(e.g., about 90 to 100 percent during the midday period), and therefore the demand associated with
the loss in parking spaces would need to be accommodated on-street further from the project site,
and a portion would need to be accommodated off-street within the Fifth & Mission Garage, or other

public parking facilities in the area.

Garage Operations. As indicated in Impact TR-3, the proposed project parking garage operations
were reviewed for AM peak hour conditions to determine whether queues associated with vehicle
access into the garage would spill back onto the sidewalk and adjacent vehicle travel and bicycle
lanes, thereby increasing the potential for conflicts between vehicles, transit, bicyclists and
pedestrians on Minna and Howard Streets. Based on the maximum AM peak hour entering demand
of 171 vehicles, the 95th percentile queue would be four vehicles (a distance of about 80 feet). The
maximum queue would therefore be accommodated on all three driveway ramps, and would not

spill back onto the sidewalk or adjacent travel lanes. Improvement Measure I-TR-A would reduce
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the potential for queuing by vehicles accessing the project site by requiring monitoring of the project
access driveways on Minna and Howard Streets at Howard Street, and if a recurring queue occurs,
the owner/operator of the proposed project would employ abatement methods as needed to abate the

queue.

CUMULATIVE IMPACTS

This section discusses the cumulative impacts to transportation that could result from the project in
conjunction with past, present, and reasonably foreseeable future projects. The geographic context for
the analysis of cumulative transportation impacts includes the sidewalks and roadways adjacent to
the project site, and the local roadway and transit network in the vicinity of the project site. The
discussion of cumulative transportation impacts assesses the degree to which the proposed project
would affect the transportation network in conjunction with other reasonably foreseeable projects.
Detailed calculations and a discussion of the proposed project’s contribution to specific intersections

are included in the project’s TIS.

Cumulative Traffic Impacts

Impact C-TR-1: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in a considerable contribution to significant
cumulative traffic impacts at nine study intersections that would operate at LOS E or LOS F under

2040 Cumulative conditions. (Significant and Unavoidable Impact)

Table 1VV.D-19 presents the 2040 Cumulative intersection operating conditions for the weekday PM
peak hour. Under 2040 Cumulative conditions 17 of the 21 study intersections are projected to
operate at LOS E or LOS F conditions (as compared to nine of the 21 study intersections operating at
LOS E or LOS F under Existing conditions). The four study intersections of Fifth/Mission, Fifth/
Minna, Sixth/Mission, and Sixth/Minna Streets are projected to operate at LOS D or better under 2040

Cumulative conditions.
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Table IV.D-19: Intersection Level of Service — Existing and 2040 Cumulative Conditions,
Weekday PM Peak Hour

Existing 2040 Cumulativec
Intersection Delay @ LOS® Delay LOS
1. Fourth/Market/Stockton 56.1 E >80 F
2. Fourth/Mission 28.1 C >80 F
3. Fourth/Howard 52.5 D >80 F
4. Fourth/Folsom >80 F >80 F
5. Fifth/Market 55.9 B >80 F
6. Fifth/Mission 15.1 B 31.0 C
7. Fifth/Minnad 2.5 (sb) A 2.4 (sb) A
8. Fifth/Natoma ¢ 38.2 (eb) E > 50 (eb) F
9. Fifth/Howard 15.1 B >80 F
10. Fifth/Folsom 21.7 B >80 F
11. Fifth/Harrison 77.1 E >80 F
12. Fifth/Bryant >80 (1.25) F >80 F
13. Sixth/Market 44.6 D 62.4 E
14. Sixth/Mission 32.3 C 26.5 C
15. Sixth/Minna ¢ > 50 (wb) F 185 B
16. Sixth/Natomad > 50 (eb) F >80 F
17. Sixth/Howard 35.5 D >80 F
18. Sixth/Folsom 43.3 D >80 F
19. Sixth/Harrison 31.6 C >80 F
20. Sixth/Bryant >80 (1.43) F >80 F
21. Sixth/Brannan 74.4 E >80 F

)

Delay presented in seconds per vehicle. Intersections operating at LOS E or LOS F highlighted in bold.
Intersections operating at LOS E or LOS F highlighted in bold. Project Impacts = shaded.

Assumes implementation of Central SoMa Plan One-Way Howard/Folsom option. See discussion in section
4.3.1 above regarding the Central SoMa Plan Two-Way Howard/Folsom option.

d  Intersection stop sign-controlled. Delay and LOS presented for the approach with the highest delay.

e Signalization of intersection by SFMTA planned for 2014.

Source: 5M Project Transportation Impact Study, October 2014.

o

3]

As indicated in Impact TR-1 under Existing plus Project conditions, the proposed project would
result in significant traffic impacts at the four study intersections of Fourth/Howard, Sixth/Folsom,
Sixth/Bryant, and Sixth/Brannan Streets, and therefore, would also result in a considerable contribu-
tion to significant cumulative impacts at these intersections. The proposed project contributions to the
cumulative traffic volumes at the critical movements operating poorly (i.e., at LOS E or LOS F) for the
remaining 17 intersections that would operate at LOS E or LOS F under 2040 Cumulative conditions

were reviewed to determine whether the proposed project contributions to the LOS E or LOS F
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operating conditions under 2040 Cumulative conditions would be considered considerable. Detailed

calculations and percent contributions to critical movements are included in the project’s TIS.

At the five study intersections of Fourth/Mission, Fourth/Folsom, Fifth/Howard, Fifth/Folsom, and
Sixth/Harrison Streets, the proposed project’s contributions to the critical movements operating at
LOS E or LOS F would be more than 5 percent, which would be considered a considerable contribu-
tion, and therefore the proposed project would result in a considerable contribution to significant

cumulative impacts at these five study intersections.

Each of the nine study intersections at which the proposed project would contribute considerably to
the significant cumulative impacts was reviewed to determine if mitigation measures could reduce
the impact to less-than-significant levels or lessen the severity of the project’s considerable contribu-
tion to significant cumulative impacts. Overall, no feasible mitigation measures were found to
mitigate significant cumulative impacts for the affected intersections. The cumulative traffic impacts
would generally be due not just to the proposed project, but also to increases in traffic in the region
caused by long-term anticipated growth and reduction in travel lane capacity proposed by the
Central SoMa Plan. Generally, additional travel lane capacity would be needed on one or more
approaches to the intersection in order to mitigate LOS E or LOS F intersection operating conditions.
The provision of additional travel lane capacity would typically require the narrowing of sidewalks,
removal of bicycle lanes, and/or the conversion of existing transit-only lanes to mixed-flow lanes.
These actions would generally be inconsistent with the transit, bicycle, and pedestrian environment
encouraged by the City’s Transit First Policy because they would remove space dedicated to pedestri-
ans, bicycles, and/or transit and increase the distances required for pedestrians to cross streets.
Additional improvements, such as changes to the signal timing cycle length and/or green time
allocations, may improve conditions slightly but generally would not reduce significant cumulative
impacts to less-than-significant levels. Thus, the proposed project’s identified considerable
contribution to significant cumulative traffic impacts at the nine study intersections would remain,

and the 2040 Cumulative traffic impacts at these intersections would remain significant and

unavoidable.
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For the above reasons, the proposed project, in combination with past, present and reasonably
foreseeable development in San Francisco, would contribute considerably to significant cumulative
traffic impacts at the nine study intersections of Fourth/Howard, Sixth/Folsom, Sixth/Bryant,
Sixth/Brannan, Fourth/Mission, Fourth/Folsom, Fifth/Howard, Fifth/Folsom, and Sixth/Harrison

Streets, and the significant cumulative impacts would be significant and unavoidable.

Impact C-TR-2: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would not result in a considerable contribution to
significant cumulative traffic impacts at eight study intersections that would operate at LOS E or
LOS F under 2040 Cumulative conditions, and would result in less-than-significant cumulative
impacts at four study intersections that would operate at LOS D or better under 2040 Cumulative

conditions. (Less Than Significant)

As indicated in Table 1VV.D-19, under 2040 Cumulative conditions 17 of the 21 study intersections are
projected to operate at LOS E or LOS F conditions, and under Impact C-TR-1 above, the proposed
project would result in a considerable contribution to the significant cumulative impacts at nine of the

17 study intersections that would operate at LOS E or LOS F under 2040 Cumulative conditions.

At the eight study intersections of Fourth/Market/Stockton, Fifth/Market, Fifth/Natoma,
Fifth/Harrison, Fifth/Bryant, Sixth/Market, Sixth/Natoma, and Sixth/Howard Streets which are
projected to operate at LOS E or LOS F under 2040 Cumulative conditions, the proposed project’s
contributions to the critical movements operating at LOS E or LOS F would be less than 5 percent,
which would not be considered a considerable contribution to the significant cumulative traffic
impacts. Because the proposed project would not result in considerable contribution to the poor
operating conditions at the critical movements, the proposed project would not contribute

considerably to the significant cumulative traffic impacts at these eight intersections.

The four study intersections of Fifth/Mission, Fifth/Minna, Sixth/Mission, and Sixth/Minna Streets are
projected to operate at LOS D or better under 2040 Cumulative conditions, and would be associated

with less-than-significant cumulative impacts.
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For the above reasons, the proposed project, in combination with past, present and reasonably
foreseeable development in San Francisco, would not contribute considerably to significant
cumulative traffic impacts at the intersections of Fourth/Market/Stockton, Fifth/Market, Fifth/
Natoma, Fifth/Harrison, Fifth/Bryant, Sixth/Market, Sixth/Natoma, and Sixth/Howard Streets, and
would result in less-than-significant cumulative traffic impacts at the intersections of Fifth/Mission,

Fifth/Minna, Sixth/Mission, and Sixth/Minna Streets.

Cumulative Transit Impacts

Impact C-TR-3: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would not result in a considerable contribution to

significant 2040 Cumulative transit impacts at Muni screenlines. (Less Than Significant)

Transit Capacity Utilization. As indicated in Table 1VV.D-20, for 2040 Cumulative conditions during
the PM peak hour, the capacity utilization of the Northeast and Southwest screenlines and corridors
within the screenlines would be less than Muni’s 85 percent capacity utilization standard. However,
under 2040 Cumulative conditions, the capacity utilization on the California, Sutter/Clement, and
Fulton/Hayes corridors within the Northwest screenline (as well as overall for the Northwest
screenline), and on the Mission and San Bruno/Bayshore corridors within the Southeast screenline
would increase and exceed the 85 percent capacity utilization standard during the PM peak hour.
These exceedances of the capacity utilization standard for the three corridors within the Northwest
screenline and for the Northwest screenline, and for the two corridors within the Southeast screenline

under 2040 Cumulative conditions would be considered a significant cumulative impact.

The Office Scheme, which would generate more transit trips during the PM peak hour than the
Residential Scheme, would add about 511 new transit trips during PM peak hour to the Muni
screenlines. The contribution of the proposed project trips to the corridors and screenlines exceeding
the 85 percent capacity utilization standard would be minimal (i.e., less than 5 percent), and

therefore, would not result in a considerable contribution to screenlines and corridors operating at
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greater than the 85 percent capacity utilization standard. Therefore, the proposed project would not

contribute considerably to the significant cumulative Muni transit impacts at the screenlines.

Table IV.D-20: Muni Screenline Analysis — Existing and 2040 Cumulative Conditions,
Weekday PM Peak Hour

Existing 2040 Cumulative
Capacity Capacity
Screenline/Corridor Ridership Utilization Ridership Utilization
Northeast
Kearny/Stockton 2158 65.6% 6,295 75.6%
Other 570 52.8% 1,229 59.5%
Subtotal 2,728 62.4% 7,524 72.4%
Northwest
Geary 1,814 71.7% 2,996 82.7%
California 1,366 81.0% 1,766 87.4%
Sutter/Clement 470 74.6% 749 99.1%
Fulton/Hayes 965 82.0% 1,762 93.8%
Balboa 637 68.6% 776 79.7%
Subtotal 5,252 75.6% 8,049 87.0%
Southeast
Third 550 77.0% 2,300 40.3%
Mission 1,529 54.8% 2,673 88.9%
San Bruno/Bayshore 1,320 61.8% 1,817 85.1%
Other 1,034 60.4% 1,582 82.1%
Subtotal 4,433 60.3% 8,372 65.5%
Southwest
Subway 4,747 73.1% 5,692 83.7%
Haight/Noriega 1,105 66.9% 1,265 79.3%
Other 276 39.4% 380 45.2%
Subtotal 6,128 70.9% 7,337 79.4%
Total All Screenlines 18,540 67.9% 31,282 75.4%

Source: 5M Project Transportation Impact Study, October 2014.

Impact C-TR-4: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in less-than-significant regional transit
impacts on AC Transit, Caltrain, Golden Gate Transit, SamTrans and other regional ferry service

under 2040 Cumulative conditions. (Less Than Significant)
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As indicated in Table 1VV.D-21, for 2040 Cumulative conditions during the PM peak hour, all regional
transit service providers are projected to operate under the capacity utilization standard of 100
percent. The Office Scheme, which would generate more transit trips during the PM peak hour than
the Residential Scheme, would add 444 new transit trips (inbound and outbound) to regional transit

providers during the PM peak hour.

As indicated in Table IVV.D-21, under 2040 Cumulative conditions no regional transit providers are
expected to exceed their established capacity utilization thresholds (i.e., 100 percent). Therefore, the

cumulative impacts to regional transit would be less than significant.

Table IV.D-21: Regional Screenline Analysis — Existing and 2040 Cumulative
Conditions, Weekday PM Peak Hour

Existing 2040 Cumulative
Capacity Capacity

Screenline/Corridor Ridership Utilization Ridership Utilization
East Bay

BART 19,716 89.4% 30,383 91.6%

AC Transit 2,256 57.5% 7,000 58.3%

Ferries 805 49.8% 5,319 89.5%

Subtotal 22,777 82.6% 42,702 83.5%
North Bay

GGT buses 1,384 49.1% 2,070 73.5%

Ferries 968 49.4% 1,619 82.6%

Subtotal 2,352 49.2% 3,689 77.2%
South Bay

BART 10,682 71.6% 13,971 57.8%

Caltrain 2,377 76.7% 2,529 70.3%

SamTrans 141 44.1% 150 46.9%

Ferries 0 0% 59 29.5%

Subtotal 13,200 72.0% 16,709 59.0%
Total All Screenlines 38,329 75.6% 63,100 75.0%

Source: 5M Project Transportation Impact Study, October 2014.
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Cumulative Bicycle Impacts

Impact C-TR-5: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in less-than-significant cumulative bicycle

impacts. (Less Than Significant)

The proposed project would not contribute considerably to cumulative bicycle circulation or
conditions in the area. The proposed project would generate trips by bicycles, and would provide
Class 1 and Class 2 bicycle parking. Bicycling trips in the area may increase between the completion
of the project and the cumulative scenario due to general growth in the area. As noted above, under
2040 Cumulative conditions, there is a projected increase in vehicles at intersections in the vicinity of
the proposed project, which may result in an increase in vehicle-bicycle conflicts at intersections in
the study area. While there would be a general increase in vehicle traffic that is expected through the
future 2040 Cumulative conditions, the proposed project would not create potentially hazardous
conditions for bicycles, or otherwise interfere with bicycle accessibility to the site and adjoining areas,
or substantially affect the existing Class Il bicycle lane on Howard Street, proposed Class Il bicycle
lanes in each direction on Howard Street under the Central SoMa Plan Howard/Folsom Two-Way
Option, or the proposed two-way cycle track under the Central SoMa Plan Howard/Folsom One-Way
Option. Project elements and improvement measures requiring that the points of access to bicycle
parking include signage indicating the location of these facilities, avoiding conflicts with private cars
and loading vehicles accessing the garage, and facilitating access to bicycle routes through on-site
signage, would all serve to increase bicycling trips over time although not to the level that would
create potentially hazardous conditions for bicycles. Therefore, for the above reasons, the proposed
project, in combination with past, present and reasonably foreseeable development in San Francisco,

would result in less-than-significant cumulative impacts on bicyclists.

Cumulative Pedestrian Impacts

Impact C-TR-6: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in less-than-significant cumulative pedestrian

impacts. (Less Than Significant)
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Pedestrian circulation impacts by their nature are site-specific and generally do not contribute to
impacts from other development projects. As indicated in Impact TR-7, the proposed project’s
significant impacts at the east crosswalk and southeast corner of the intersection of Fifth/Mission
Streets would be mitigated to less-than-significant with implementation of Mitigation Measure M-
TR-7. The proposed project would therefore, not result in overcrowding of sidewalks or create new
potentially hazardous conditions for pedestrians under existing or cumulative conditions. The
proposed project would improve pedestrian circulation adjacent to the project site by widening the
sidewalk adjacent to the project site on Fifth Street between Mission and Howard streets, widening
the sidewalks on both sides of Natoma Street between Fifth and Mary streets west of a proposed
egress point in the H-1 building for freight traffic, closing Mary Street between Minna and Mission
streets to vehicular traffic, and realigning Mary Street between Minna and Natoma streets to the west
to provide for a pedestrian-only open space area between Buildings N-2 and N-3. In addition, the
Design for Development includes providing pedestrian safety features, such as tactile paving and
bollards. These elements would improve pedestrian conditions by facilitating safe pedestrian
circulation and crossings, by providing safe spaces for pedestrians, and by increasing pedestrian
visibility to drivers. The proposed project mitigation measure would improve pedestrian conditions
by facilitating safe pedestrian circulation and crossings, by providing safe spaces for pedestrians, and

by increasing pedestrian visibility to drivers.

Between existing and 2040 Cumulative conditions, the number of pedestrians on study area
crosswalks, sidewalks, and corners may increase, primarily due to implementation of the Central
SoMa Plan, The Central SoMa Plan Howard/Folsom One-Way Option proposes to upgrade sidewalks
to meet the standards in the Better Streets Plan, provide additional crosswalks across major streets,
and widen and upgrade crosswalks. In the project vicinity, the north sidewalk of Howard Street
between 11th and Third Streets is proposed to be widened to 15 feet, and with the sidewalk widening,

the crosswalk widths would also be increased.

In addition, there is a projected increase in background vehicle traffic between Existing plus Project
and 2040 Cumulative conditions. This would result in an increase in the potential for vehicle-

pedestrian conflicts at intersections in the study area. While there would be a general increase in
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vehicle traffic that is expected through the future 2040 Cumulative conditions, the proposed project
would not create potentially hazardous conditions for pedestrians, or otherwise interfere with
pedestrian accessibility to the site and adjoining areas. For the above reasons, the proposed project, in
combination with past, present and reasonably foreseeable development in San Francisco, would

result in less-than-significant cumulative pedestrian impacts.

Cumulative Loading Impacts

Impact C-TR-7: The proposed project, combined with past, present, and reasonable foreseeable
future projects, would result in less-than-significant cumulative loading impacts. (Less Than

Significant)

Loading impacts are by their nature localized and site-specific, and would not contribute to impacts
from other development projects near the project site. Moreover, the proposed project would not
result in truck or passenger loading impacts, as the estimated loading demand would be met on-site
and within on-street commercial loading spaces. Therefore, for the above reasons, the proposed
project, in combination with past, present and reasonably foreseeable development in San Francisco,

would result in less-than-significant cumulative truck or passenger loading impacts.

Cumulative Emergency Vehicle Access Impacts

Impact C-TR-8: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in less-than-significant cumulative emergency

vehicle access impacts. (Less Than Significant)

The proposed project would not considerably contribute to cumulative emergency vehicle access
conditions in the area. With implementation of the proposed project, emergency vehicle access to the
project site would remain unchanged from existing conditions. If implemented, the TEP TTRP.14
Moderate Alternative will extend the existing transit-only lane hours of 4:00 to 6:00 p.m. in both
directions and 7:00 to 9:00 a.m. in the inbound direction to full-time for the segment of Mission Street

between Fourth and Eleventh streets. In addition, the existing 7:00 a.m. to 6:00 p.m. hours of the
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Mission Street transit-only lanes between Fourth and Main streets in the outbound direction and
between Fourth and Beale streets in the inbound direction will be extended to full-time. If the TEP
TTRP.14 Expanded Alternative is implemented instead of the TTRP.14 Moderate Alternative, it will
relocate the existing side-running transit-only lanes between Fifth and First streets in the outbound
direction and between Sixth and First streets in the inbound direction, so that they become center-
running transit-only lanes, and transition the outbound transit-only lane back to its existing curbside

configuration and rescind the inbound transit-only lane from Seventh to Sixth streets.

With implementation of the Central SoMa Plan the existing transit-only lane along the east curb of
Third Street between King and Market streets would remain, and a transit-only along the west curb
of Fourth Street between Market and Harrison streets would be provided. Under the Howard/Folsom
One-Way Option, Folsom Street between Eleventh and Second streets would be modified to have two
eastbound travel lanes and a two-way cycle track along the north curb. East of Sixth Street, parking
would be permitted along the south curb during off-peak times, while during peak travel periods,
parking would be prohibited to create an eastbound transit-only lane. Under the Howard/Folsom
Two-Way Option, Folsom Street between Eleventh and Fourth streets would be modified to have one
eastbound and one westbound travel lane, while between Fourth and Second streets, Folsom Street
would be modified to have one eastbound transit-only lane, one eastbound travel lane, and one
westbound travel lane. With implementation of transit-only lanes and changes to the number and
direction of travel lanes on streets in the vicinity of the proposed project, emergency vehicle
providers may adjust travel routes to respond to incidents; however, emergency vehicle access in
area would not be substantially affected. Emergency vehicles would be permitted full use of transit-
only lanes, and would not be subject to any turn restrictions. Therefore, for the above reasons, the
proposed project, in combination with past, present and reasonably foreseeable development in San

Francisco, would result in less-than-significant cumulative emergency vehicle access impacts.

CASE NO. 2011.0409E 5M PROJECT
DRAFT EIR OCTOBER 2014

360



IV. ENVIRONMENTAL SETTING AND IMPACTS
D. TRANSPORTATION AND CIRCULATION

Cumulative Construction Impacts

Impact C-TR-9: The Office Scheme or Residential Scheme, combined with past, present, and
reasonable foreseeable future projects, would result in disruption of nearby streets, transit service,

and pedestrian and bicycle circulation. (Significant and Unavoidable with Mitigation)

The construction of the proposed project may overlap with the construction of other projects,
including the 706 Mission Street and 250 Fourth Street projects for which building permits have
already been approved, and the Moscone Center Expansion and the Central SoMa Plan which are
currently proposed, although the timing of construction is not currently known. The SFMOMA
expansion project is currently under construction, and construction is anticipated to be completed by
early 2016. The Central Subway project is currently under construction, and construction is
anticipated to be completed by 2017 (and revenue service initiated in 2019). In addition, proposed
streetscape improvements on Howard, Third, and Fourth Streets included within the Central SoMa
Plan, as well as future development projects, may be constructed during the proposed project’s

approximately eight-year construction period.

Overall, localized cumulative construction-related transportation impacts could occur as a result of
cumulative projects that generate increased traffic at the same time and on the same roads as the
proposed project. The construction manager for each project would work with the various
departments of the City to develop a detailed and coordinated plan that would address construction
vehicle routing, traffic control, and pedestrian movement adjacent to the construction area for the
duration of any overlap in construction activity. Mitigation Measure M-TR-10 would minimize, but
not eliminate, the proposed project’s significant impacts related to conflicts between construction
activities and pedestrians, transit, and autos, and would include measures such as construction
coordination, construction truck traffic management, project construction updates for adjacent
businesses and residents, and carpool and transit access for construction workers. In addition, given
the number of projects proposed in the vicinity and the uncertainty concerning construction
schedules, cumulative construction activities could potentially result in disruptions to traffic, transit,

pedestrians, and/or bicycles that could be significant, and despite the best efforts of the project
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sponsor and project construction contractor(s), it is possible that simultaneous construction of the
proposed project and other nearby projects could result in substantial disruption to traffic and transit
operations, as well as pedestrian and bicycle circulation. Therefore, for the above reasons, the
proposed project, in combination with past, present and reasonably foreseeable development in San

Francisco, would result in significant cumulative construction-related transportation impacts.

Cumulative Parking Conditions

As discussed above, an analysis of parking demand is presented for informational purposes.
Considering cumulative parking conditions, over time, due to the land use development and
increased density anticipated within the City, parking demand and competition for on- and off-street
parking is likely to increase. Consistent with the City’s Transit First Policy, the City’s Better Streets
program and related projects, the proposed project would provide on-site parking only for the
residential and office uses. The parking shortfall associated with proposed project’s parking demand
would need to be accommodated in nearby public parking facilities, such as the nearby Fifth &

Mission Garage, and, as a result, the midday parking occupancy in the study area would increase.
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